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Sontributions. 


The Range of Pressure at which Fixed-Nozzle Injectors 
will Work. 


To THE Eprror oF THE RAmRoAD GAZETTE: 

In the “Catechism of the Locomotive” which was recently 
published in weekly parts in the Ramroap GazeTTE, some 
statements were made regarding the working of injectors 
which, though perhaps quite true of the special forms of that 
instrument which were selected for the illustrations in the 
“Catechism,” are not true if asserted of all forms of injectors, 
and we think do injustice to us, as we will attempt to 
show. 

Question 182 and the answer thereto in the ‘* Catechism” 
are as follows: 

‘* Will a fixed-nozzle injector, such as has been described, an- 
swer as a boiler feeder in locomotives?” Answer: ‘It will 
answer at seme one pressure to which it may have been 
adapted in making the instrument, and at that pressure it 
will work admirably, but it will not work satisfactorily at an 


other pressure, either higher or lower, and has not muc 
range in quantity of water delivered.” 


Now, as we have stated, this may be quite true of the form 
of fixed nozzle injector with which the questions and answers 


preceding the above were illustrated, but it is 
not true of Mack’s injector, which is the form 
we manufacture, and of which we _ will furnish 


engraving to be published with this 
The inventor of this instruu ent fourd, after the 


you an 
letter 


a7 


most careful investigation and experiment, that its efficiency 
depended largely upon the form of the fixed nozzle, g, and of 
the opening by which it is surrounded. The sides of these, it 
will be noticed, are tapered at an angle considerably greater 
than that of the opening below. ‘These proportions, it was 
found, produced the best results, so that our injectors will 
work through a range of 50 lbs. variation of steam pressure, 
without any adjustment whatsoever. In other words, if 
started with a steam pressure of 140 lbs., they will work until 
the pressure falls to 90 lbs, without being touched. So with 
any other equal range, say from 100 lbs, to 50, or from 50 or 90 
up to 100 and 140. This we are prepared to guarantee to any 
parties to whom we may furnish injectors, 

In the answer to Question 138 it is also said that ‘‘ to keep 
the instrument in working order, constant use is better than 
occasional use.” While this may be the case with the delicate 
self-adjusting piston employed for that purpose in the 
Sellers’ injector, it is not a source of trouble with the form 
represented in the engraving herewith. The self-adjusting 
piston is a very ingenious device for effecting the 
purpose for which it is intended, and when the 
water used is very pure, it works very well. This i+, how- 
ever, vcry rarely the case, especially in the Western States, 
where the water employed is very impure, and is very apt to so 
clog up this self-regulating piston, as to make it absolutely 
necessary to work the injectors ‘* constantly,” in order to pre- 
vent the piston from sticking fast, and thus becoming the very 
reverse of ‘‘ self-regulating.” In Mack’s injector, however, there 
is no part which can become clogged up, and it will therefore 
work as well after weeks of disuse, as it will with ‘* constant 
use,” 7 

The construction of this form of injector is shown so per- 
fectly in the engraving that very Jittle explanation is required. 
The nozzle, g, is fixed in a conical opening in the case. The 
steam valve is shown at K, which fits in the seat, H, and has a 
spindle, f, which fits into the mouth of g, by which the flow 
of steam is regulated through g. Fis the water supply valve, 
and £ the overflow valve, which can be closed by an eccentric 
to the right of Z, which is operated by a handle, n. 

, As you have uniformly indicated a desire to give a fair hear- 
ing and do justice to all parties, we trust you will give us 


space in your paper for the above, and thus enable us to cor- 

rect a statement which we believe has already done material 

injury to our business. Nationat Tuse Works Co., 
Boston, Mass. 





American and Fairlie Engines in Peru. 


To THE Eprror oF THE RaitRoaD GAZETTE: 

As your columns have given access to this subject, I crave 
the favor of a little space in order to put on record a few re- 
marks and facts in support of my communication of the 21st 
January last, to your English contemporary, Engineering, 
which appears to have produced the letter dated 28th July, 
1874, from your correspondent, George D. Gilson, published in 
your issue of the 3d October. 

If we accept G. D. G.’s assurance that Mr. Evans’ instruc- 
tions to him were “‘ to be very careful and not write anything 
home which is not exact and true concerning the performances 
of engines,” the obvious inference is, that Mr. Evans’ agents 
have rendered reports which have not proved exact or true. 
However, be that as it may, we are confronted by the follow- 
ing singular circumstances having special ref+rence to the 
point, viz: Mr. Evans avers on page 11 of his pamphlet ‘‘ On 
Railway Gauges, Construction, M»chinery, etc., etc., for 1873,” 
that, ‘‘ The Iquique Railway gets along about as usual in try- 
ing to force two trains to pass each other on the same track.” 

His agent,G. D. G., gives an unqualified denial to this 
statement ! 

In the face of this paradox any evidence of mine would be 
s perfluous; indeed, the dignity and interests of truth (which 
I firmly believe Mr. Evans seeks), if not charity, suggest that 
the remainder of your correspondent’s assertions, whose 
purport and value are thus strikingly exemplified, should be 
passed over in silence. 

It is but just, however, to those officials of the line who have 








charge of the records to repeat that the performences ot the 
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several engines and their consumption of fuel and water, as 
detailed in my letter to Engineering, were taken from the 
account books of the railway. 

It may not be out of place to state here that when I wrote to 
Engineering Lhad no connection, nor have I now, since my 
return to England, any interest in common with Mr. Fairlie. 
As it may possibly assist Mr. Evans to the knowledge he 
desires, I shall be greatly obliged if you will have the kind- 
ness to publish, wita this, the inclosed letter which has been 
addressed to me without solicitation on my part or on the 
part of any one within my knowledge. JoHN CLEMINSON. 

Lonpon, November 18, 1874. 

Patrii10s, June 8, 1874. 
Mr. Oleminson, Locomolive Superintendent Iquique Railway: 

Dear Ste: Believing that any information respecting the 
performance of their duties by the “‘ Fairlie” or the ‘‘ Rogers” 
locomotives cannot fail to be interesting to you, I beg leave 
to offer a few remarks on the subject, firstly wishing you die- 
tinctly to understand that I am an entirely disinterested party 
in the matter, and write this only in the interests of justice, 
knowing, as I do, that for a consideration false certificates 
have been got up and signed, and further believing that from 
having had charge of both descriptions of engines, and being 
a driver of thirteen years’ experience, (as my certificates and 
references from the prinipal lines of india, Jamaica, Chili, 
Peru, etc., wiJl prove), my opportunities for observation of 
their different qualities and imperfections have been excep- 
tionally good, so that I make no apology for offering you a 
short narrative of my experience on the Patillos & Lagunas 
narrow-gauge (2 ft. 6 in.) line, 

I began by driving the Rogers engine “ Leon,” No. 3, and, 
as the interests of my employers demanded, did my utmost to 
render it successful, and succeeded in taking up to the end of 
the track a greater load than has been taken up ‘by any other 
driver before or since on the sume engine or its twin brother 
the “ Yoro,” No. 4, viz.: eight cars loaded over a five per 
cent, grade. I was then given the Fairlie engine ‘‘ Iquique” 
to drive, which up to that time had been the most unsuccess- 





ful one among four of the same class working bere, and with 
it was able easily to take up the same load of eight cars with 


the same description of cargo and with the addition of a 
coach, the engines working with the same pressure of steam 
and to the same notch expansively. The water and fuel used 
were less on the “ Iquique ” than on the “ Leon.” 

T was agreeably surprised at the ease and speed with which 
I could take the curves (which on this line are exceptionally 
sharp), for when on the “ Leon” with the utmost caution and 
at the lowest rate of speed the engine had shifted the rails 
and sleepers from eight to ten inches, causing me an actual 
fright ; and often have I felt thankful for getting down safe. 
No such feeling has occurred to me on the **Tquique,” for I 
could run with confidence in the engine curving well and 
with safety. The ‘‘ Leon” has two cylinders of fifteen inches 
diameter and eighteon inches stroke ; the wheels are of three 
feet diameter end are six-coupled. The “Iquique” has four- 
teen inch cylinders and has also eighteeninch stroke, the 
wheels are three feet three inches in diameter, showing that 
the nominal horse-power of the “ Leon” is greater than the 
** Tquique.” 

I would beg of you to observe that, having voluntarily left 
this road from having received another appointment, I write 
this from no pecuniary motives whatever, and I am prepared 
to substantiate my statements at any future time or place if 
necessary. 

I beg to remain, dear sir, yours very obediently, 

J. R. Caapuain, 





Reform in Figuring Hours in Time-Tables. 





To THE Eprror oF THE RAILROAD GAZETTE : 

Permit me to suggest, for the consideration of that large 
number of your readers who are interested in all that concerns 
the running of railroad trains, a much needed reform in the 
matter of time-cards. My proposition is to do away with the 
present division of the day into two sections of twelve hours 
distinguished from each other by the contractions “a, m.” 
and ‘‘p, m.,” substituting therefor a consecutive numeration 





of the hours from midnight tomidnight. Under this arrange- 
ment ‘1 p.m.” would be “13:00,” ‘11:30 p.m.” would be 
**93:30.” The intervening minutes between midnight and 1 
a. m. should also, I think, be represented by the figures ‘‘0:35,” 
etc., (say 35 minutes past midnight’, rather than by ‘‘ 24:35.” 
The advantages I claim for the reform suggested may be 
briefly summed up as follows : 


(a) Mistakes arising from accidental transpositions of the 
a, m. and p. m. in printed or manuscript time-tables, or from 
the omission of those distinctive marks, would be rendered 
impossible, 

(b) In calculating the running time of trains from one point 
to another, it will no longer be necessary to scrutinize the 
whole column of intervening figures in order to make sure of 
including the correct number of twelve-hour periods, as a 
single glance will be sufficient to give the total hours in all 
runs of ordinary duration. 

(c) All time cards, and especially working-tables, would thus 
admit of being condensed into a morecompact form. At pres- 
ent the space necessarily occupied between lines by the ‘a. 
m.” or “ p. m.,” every time noon or midnight is passed, ren- 
ders our working time-tables on the great through routes 
most unwieldy; even a division of say 200 miles of road, with 
say forty intermediate side tracks and way stations, makes a 
bulky sheet, anything but handy to carry about. Trainmen 
and others requiring to have such a time-card always on hand 
are compelled to fold it into smaller compass to suit their 
pockets; and after being folded and unfolded a few times there 
is danger of some of the figures becoming illegible. Anything 
which will render the time-table more compact is a great de- 
sideratum. I claim that by the method proposed one-third of 
the space, in depth, can be economized. 

Every railroad man will appreciate the advantage of a re- 
form which will put an end to the ambiguity necessarily char- 
acterizing the working time-table in its present form, and at 
the same time facilitate all calculations in regard to the move- 





ment of trains by presenting the whole train service in a more 
compact yet comprehensive form than has hitherto been pos- 
sible. If some of our leading roads would adopt this sugges- 


tion, so far as their working time-tables are concerned, ther« 
can be little doubt that the method would soon find faver with 


. 
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the public and come into general use, instead of the absurd 
and antiquated custom nowin vogue, The only step necessary 
to educate public sentiment in this respect would be to supple- 
ment the ordinary figures on our railroad clocks by insert- 
ing a second row of figures under those already in use, thus : 
I I TH ote, 
13 4 15 
C. BARTHOLOMEW. 
G. W. R., Hammuron, Ont., November 23, 1874. 
(The above letter gives us an opportunity to produce for 


a third time our favorite :emedy for the evils complained | 7/ jn outside lap, 1% in. inside lap, and 5 in. travel ; No. 55 
by Mr. Bartholomew, together with some others. In the | haying Wilson’s valve,balanced, with a 3% in. travel, 1 in. out- 
very first number of the Ramroap Gazertx an editorial | side lap, }% in. inside l»p. 


on uniformity in railroad time (entitled ‘Time for the 
Continent”) called out a letter from a contributor propos- 
ing not only that a uniform standard of railroad time be 
adopted, but that it be distinguished from local time by 
numbering (or naming, rather) the hours consecutively as 
Mr. Bartholomew suggests, and giving the accompanying 
drawing of a dial-plate for a time-piece indicating both 
local and railroad time, which we published May 7, 1870, 
and again with recommendations June 22, 1872. As will 
be seen, it is proposed to indicate each hour of railroad 
time by a letter, which would make it impossible to con- 
found it with the minutes. Half-past one in the afternoon 
would be represented by N 30; half past one in the morn- 
ing by B 30. The letters in outline are for the, twelve 
hours beginning with six in the morning. Of course it 
would not be necessary to make the dial in this form: 





it might have twenty-four instead of twelve divisions; the 
essence of the plan is, counting the hours consecutively 
from one to twenty-four, and indicating them by expres- 
sions distinct from those used to indicate local time. If 
the hours were numbered, even up’ to twenty-four, it 
would be possible to mistake railroad for local time up to 
13 o'clock; by indicating the hour by a letter there cen be 
no question as to what is meant, and seven forty-five, rail- 
road time, is abbreviated to H 45.—Eprror Rarroap 
GAZETTE. } 


Use of the Aneroid in | in Preliminary Surveys. 


PERRY : County, Pa., December 8, 1874. 
To THe Eprrorn oF THE RAILROAD GAZETTE : 

Ifaneroid barometers are reliable, it seems to me a great 
deal of money might be saved to railroad companies, which ir 
expended in preliminary surveys. A great many side lines 
are generally run, which a dew observstions with a pair of 
barometers would often render unne. essary, and then, again, 
they would be of great assistance in prospecting for a route 
across & mountainous country. 

If some engineer who has had practice with the anervid ba 
rometer on surveys would give the profession the benefit o} 
his experience through the columns of the Gazerrz, I am 
certain it would be of interest to the guild. J. G. 





The Wilson Slide Valve. 


To rae Eprror oF THt RAILROAD GAZETTE: 

Your very accurate revresentation of my valve in your issue 
of Nov. 14 was to mea pleasant surprise. We have four en- 
gines using them, and lave run one pair nearly five years. 
We accomplish what I corsider extraordinary results, En- 
closed find performance of engine No. 53 for five months, run 
ning our Atlantic & Pacific Express between Galesburg and 
Aurora. We are, I think, using steam expansively to a greater 
extent than any locomotive in the world (with a slide valve); 
and as for work done for fuel consumed, I invite competition. 

Performance of engine No. 58 on trains 1 and 2, between 
Aurora and Galesburg. Time on No.1 about 30 miles per 
hour ; time on No. 2 about 20 miles per hour, including stops. 
Since June 1 the train has never left on time with No. 2, and 
has been 5 hours and 37 minutes late : 
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son’s valves, 144 in. outside lap, % in. inside lap, 4% in. travel; 
exhaust nozzles, 3% in. diameter; 2,100 sq. in. grate surface; | 
weight of engine, 34 tuns; fuel, Illinois bituminous coal. 

Our steepest grade between Aurora and Galesburg is 

86 96-100 feet per mile. ‘There are several of this inclination, 

the longest of which is 34% miles. I also inclose a statement 

of trial between Galesburg and Aurora with engines Nos. 53 

and 55, the trial ending October 27, 1871. These engines at 

that tice were similar in every respect, excepting valves, No. 

53 having a common double exhaust-port valve, balanced, with 





Result of Trial, 











3,19 per cent. in favor of No. 55 


Wm. WILSON. 


“Problem in iebatien. 


To THE EpiTorR OF THE RAILROAD GAZETTE: 

In the accompanying figure draw C 0, connecting the cen- 
ters of the two given curves. Then d?faw ( A parallel to the 
first given tangent. 





In the triangle 0 O A Owe have om the angle 0 A Cand 
the sides A O (= diff. of radii) and A 0. 
Then 0 C= ,/0 A2+-A02,and 0 0:0 A::8in 0 A O:8in 
OOA. By the conditions of the problem the terminus of the 


will necessarily be moved the same distance in a parallel di- 
rection to 0’. Connect G'and 0. The angle A C C’ is the 
same as that between the two given tangents. Then in the 


0C—CC': 
00’°:8inOCO’'::00':0 0’. 


OB O’',making OB=0OA, 
Then we have 0 0’: OB: 
90° — BCO;Sin BOC’ O:8nBOO':: BO: BC’. 
the length of the required tangent between the two curves. 


=@C’' O—BQO’ 0). 
Hence 180° — 


the second, 

Ames, Towa, Novy. 27, 1874. 
To THE Eprror oF THE RAILROAD GAZETTE : 
The following is a solution of ‘D. T.’s” problem in the 
Gazette of November 14: 





Let R represent the radius of the first curve = A £. 
R’ that of the second = B H. 
T the length of the tangent A B. 
D the distance the P. T. is to be moved = C D. 
To find the length of the new tangent : 
Draw E G parallel to A B, then wil EG = 7,G H = Ri— 


EH= J/ T2-+-(Ri—R)y2 (1) 
GH Ri—R 
=———, whence the angle G FE H is found, 
GE . 
The angle ZF H F = 180°4-G EH—BHGO. (2) 
The angle B H C is known from the transit notes. 


Tang. GEH= 





K L = the length of the new tangent = 





Ver FrR= V er Ri — R)2, (3) 





Cylinders, ‘16x24 j in,; ; driving weed, 61% “4 i. Giabaaber 5 Wil 


second curve is to be moved a given distance, The center U 


triangle 0 0 O' we have known the angle 0 0 0' (= A C O’~— 
A C O) and the sides O C and U C0’. Hence 0 0+ C0’: 
:tang.4(00'O+ C00’): tang. (0 C' O—CO 
}'), giving the value of angles 0 O O' and 0 C’ O and Sin C 


On O CO’ as a hypothenuse construct the right angle triangle 


:8in 90°: 8in BO’ O. BOC’ = 
BO’ is 


Produce B O’ to an intersection, J, with A C. Then in the 
triangle J 0 0’ we have known the angles JCC’ and CC’ J 


(I00' 4.00’ Ih=CIC’ = angle of inter- 
section or amount of increase for first curve and decrease for 


| termined above, and the angle H E F also determined sbove. 


| The angle I E F is easily determined, since we have the base 
and perpendicular of the right-angled triangle I E F. Since 
A Eis perpendicular to EG and K E£ perpendicular to El, 
theangle AE K=GE£I. 

ButGHI=GEH4+HEF—FEI 
— FEI (4). 


 AEK=GEH+HEF 


TheangleL FD= BHC—AEK (5), 

from which the length of the second curve is determined. 

The above is a solution when R<_R! and the P. T. is to be 
moved forward. Ifthe P. T. is to be moved backward, some 
of the equations must be changed. The point F falls on the 
opposite side of H Cand the angle EH F is the supplement 
of that found above. Equation (2) then reduces to HH F = 
BHO—GEH(6). The angles G EH and IEF change 
signs; equation (4) becomes AF K=HEF+ IE F—G EH 
(7), and equation (5) becomes L F D= BHC+AEK (8). 


If R> R’, the points G@ and J fall on B Hana L F produced 


and the angles G EH H and I E F change signs in the above 
equations, 

Collecting and uniting the equations we have for every case 
that may arise: 


EH= N/m |. (RI—R)2 (9) 
- DHOLG EH 


EHF= 
BRC E FORH 


gi=N gx F2 — (Ri—R)2 (11) 
HEF4+HEGF¥FEI 

AEK= or . (12) 
HEF*¥ HEG+4FEI 
\BHC—AEK 

LFD= or (13) 
\BHO4SAEK 


The first set of values in eqs. (10), (12) and (13) are to be 
used when the P. T, is to be moved forward, and the second 
set when it is to be moved backward. Where double signs 
occur, the upper ones are to be used when R<_R’, and the 


lower ones when R_>R'. Those terms preceded by a double 


sign disappear when R= R'. When R_> R', the second term 
under the radical in eqs. (9) and (11) should be (R—R')?, but 
as (R! — Rj)? = (R — R')2, the result is the same and these 
equations hold true for all cases. A. H. P. 


To THe Eprror oF THE RAILROAD GAZETTE: 

The last solution by ‘ Farmer,” and the one by “D. W. B.,” 
of the more exactly stated problem by ‘‘ D. T.,” give correct 
results, but they are zomplex and are unfortuvately obscured 
by typographical errors. I think the following solution would 
be more convenient in practice. ” 


y 





The figure is drawn to a scale of 1,000 feet to an inch, illus- 
trating ‘‘D. T.’s” numerical problem. 
Suppose A CO D £ tobe the located line with radii A J and 
»| OG, M the intersection of the produced tangents and A BLE 
the altered location. 
Let AQ=T, AI=R, CG=LF= R, and angle (GD 
a; it is required to find the angles ATB=b, L FE=c 
and the new tangent B L= 7). 

SOLUTION. 
Draw @ K parallel to C Aand FH parallel to BL. Join & F, 
GIand FI. 
(1) [Q2=IK*+KG@? ». IG=,/T?+ (R—R,)? 
IK _R—R, 
sia 
(3) The angle K G F = A M E=180°—a; the angle 1G # 
= KG F—K@I=180?.--a— KG@T; hence in the triangle 
IGF we have the two sides 7G, G F and their included an- 
gle, whence we may compute the other side J F and the angle 


GFI. 
: IH _ R—-R, 
(4) Sin HF ia>™ TF 
(5) Since EF G and LFH are equal, being right angies, 
EFI=G@G FH=GFI—HFYTI, and since the total deflection 


of the new line is equal to that of the old, AIB = 0G D— 


(2) Tang. KGI= 


R= FTI,ana LF 


(6) Inthe right-angled triangle JH F we have HF = BL 
1F2?— FR?, 
Ip the numerically stated problem by “D. T.,” we find by 
the above method: 
IG = 2,489 ft., 


K@I=43 41, [@GF=121°19, @GFI 


Now in the triangle E H F we have the side E H (eq. 1), and | — 53° 08’, KG I= 48° 41, G@ F H= angle c = 12° 50’, giving 
the side H¥ = D, and the included angle EF H F (eq. 2) from | arc 256.6 ft., b= 2° 10’, giving arc 108.8 ft., and 7, = 2,027. 3, 
which we find the angle H E Fand the side EF. Having | showing that the new location is 7.8 feet shorter than the old. 
found EZ F, draw the line EJ parallel to K LZ; then will EH 7= 


H. F. Warn, C. EF. 
Boston, Dec. 2, 1874. 


LovuisviLLE, Ky., November 27, 1874. 


To find the angle A EZ K, from which the length of the | To THe Eprror or THE RAILROAD GAZETTE : 





curve A K is easily determined, we have the angle G EF H de- 





In “ D. T.’s letter to your paper of the 14th inst., contain- 
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ing “ew problem, his criticisms with regard to “ W. W. H.” 
are very just, as also with regard to “‘Farmer;” and yet he is 
not quite perspicnous himself when he says in one place, 
** co isisting of the two-degree curve,” and afterwards, “ the 
required tangent point in the three-degree curve,” unless he 
meant to compound the curve. By compounding the curve 
he would make it no more intricate, from the fact that the 
curve A B could have just as well been a continuation of the 
tangent B O, as it does not enter into the problem at all. Know- 
ing that ii costs you something to prepare wood cuts, and 
that it would cost me some trouble also, I will in solving the 
problem take ‘D. T.’s” figure; will produce B O and ED so 





as to make an intersection point, F; will call the tangent 
point in the required iine at end of three-degree curve 
G, and tangent point in required line at commencement of 
five-degree curve H. The center of the three-degree curve 
we will call J, and of the five-degree curve K. I would then 
draw the line B HZ, Knowing the line B F to be 1,800+1508°= 
1,9508, and HE F' to be 300+-150°=4508, the contained angle to be 
165 degrees, we readily get length of B HE. I would next pro- 
duce the radii 2 K and B TJ to an intersection, Z, making the 
angle at L15 cegrees. It is easy to be seen now that we can 
get the length of sides formed by the continued radii of the 
three and five-degree curves to their intersection. Next draw 
I] K. Having substracted radii in each case, from EH ZL and 


in the load of the car does not produce a proportional increase 

of pressure on the car-journal, but the latter increases by a 

constant varying for different springs only with the degree of 

their flexibility. Dr. 
Curcaao, Dec. 1, 1874. 


—— 


Lewis’ Improved Railroad Frog. 


This frog, represented by the engraving herewith, is manu. 
factured by the Wharton Railroad Switch Company, of Phila- 
delphia, and is thus described by the manufacturers : 

“ The wrought-iron clamps, B, B, B, six inches wide and % 
inch thick, ext: nd underneath the lrog, and are bent upward 
outside, so that when the wrought-iron wedges, U, C, C, are 
driven into position, the several pieces forming the frog are 
most securely held in place. The wrought-iron distance 
vieves, D, D, D, keep the proper openings for the flanges to 
pass through, and the vertical bolts through them add to the 
—— strength of the frog; but the chief strength is given 

y means of the wedges in connection with the clamps. The 
wedges cannot back out by reason of the retaining bolts HL, HZ, 
which pass through ther: and through the clamps. This ar- 
rangement is very simple and strong in all its d_tails, and it 
has the further advaniage of allowing any part of the frog to 
be easily taken out, without removing the frog from the track. 
The ties are placed between the clamps, where the rails rest 
evenly upon them, and the frog can ve spiked to the ties both 
inside and outside, which is very desirable. 

**The curve of the side rails (which belongs exclusively to 
the Lewis patent) allows the easy passage of the wheel flanges 
through the frog without striking against them, thus avoiding 
any shock to the wheels, or cutting away the frog. at the angie 
of intersection. The form of the side rails has been in use 
upon meng leading railroads for years, as the advantages it 
gives, both in smoothness of passage and in reducing wear of 
the frogs and wheels, were recognized very soon after Mr. 
Lewis patented his invention. 

‘Bessemer steel rails are now used by us for this frog, as 
they have been found to give the best result in wear, and pro- 
vide elasticity tor the =e stock. The only objection to 
their use for frogs generally has hitherto been that there was 
1.0 suitable method of retaining the several rails firmly in their 
places. This is entirely overcome by the patent of E, H. John- 
ston, September 29, 1874.” 














very familiar to every lawyer, that if one persop. kills another 
through negligence in the prosecution of any lawful employ- 
ment, it is either murder or manslaughter, according to the 


degree of the negligence involved. ‘oster Cr. Law, 262-3; 
1 P. C., 472-6; 1 East P. C., 262-4; 4 Bla. Com. 192; 
2 Whart. Or. L. 7th Ed., et These princi- 


1,002 et. seq. 
les have been applied to railroad accidents produced by v4 

igence in sev: cases, American and English. 2 Whart. Cr. 
Law, § 1010 a, We do not mention thisas a matter of news 
or even of interest to lawyers, but because it wonld be a pub- 
lic misfortune if the impression should get out among the 
drivers of railway trains that they can kill passengers or co- 
employees through the negligent running of their trains, and 
yet escape punishment. If the conductor and engineman of 
the coal train which caused the Lemont disaster were guilty, 
and yet went a peer yy it was not the fault of the law, but 
of the manner in which it was administered. There is doubt- 
less need of legislation in some states, making those guilty of 
negligence or impropriety in running railway trains amenable 
to punishment where persons are injured through such negli- 
gence, but not killed; but when death has resulted, the law is 
good enough if it is only administered. 


We did not mean to convey the impression that the law im- 
posed no responsibility for negligence in this country, and we 
did not say that * punishment is impcssible under existing 
laws,” but “punishment seems impossible under existing laws” 
—which is quite a different thing. The fact seems to be that 
under existing circumstances punishment is scarcely ever in- 
flicted for negligence on the part of railroad men which 


causes death or injury, and the effect is that the 
laws have little or no restraining power. So true is 
‘this that we know at least one case where, the 


gross and perfectly clear neglect of orders of a telegraph 
operator and trainmen coving, resulted in several deaths, the 
officers of the road sought to have the guilty parties indicted, 
but were so sure that punishment could not or would aot be 
inflicted that they did not attempt it and contented them- 
selves with dismissing the offenders. It is quite true, how- 
ever, that this may not be the fault of the law, common or 
statute, though the definite mention of the special offences 
and their penalties in the French law should, it seems prob- 
able, have a good effect, both in deterring from the offences 
and securing convictions on trial, Still a law which is never 








This frog, as shown in the sketch, is made of Bessemer steel 


LEWIS’ IMPROVED RAILROAD FROG, 


enforced, be it ever so definite and severe, will soon be for- 
gotten. 





B L (two sides and contained angle given), we get length 
1k. Then from K draw K P pazallel to new tangent, P 
being in radius of smaller circle. The triangle ] P Kis a 
right-angled triangle, with right-angle at P; side I K was 
found previously, and side J P is difference between the two 
radii, viz., 1,910—1,146=764 feet. The side P K would then 
be length of new tangent. Then substracting whole angle 
P IL from 180 degrees gives us angle of three-degree curve. 
In same manner we find angle of five-degree curve. I am 
aware to understand my soltion one would have to take ‘‘D. 
T.’s” original figure and add to it as I have designated above. 
Those who care enough for it will probably do so. Iam aware 
also that I have given no formula, but the solution hardly 
admits of one that would shorten above. G. C. B. 


Criticism of Solution of Problem in Location. 


FARMWELL, Loudoun Co., Va., Dec. 2, 1874. 
To tHe Eprtor or THe KAtLRoAD GAZETTE: 

Fearing that the solution (?) by Mr. Thos. M. Hooper, con- 
tained in your last number, may escape the notice which it 
deserves, I desire to call attention to it. It wiil hardly be 
necessary to add that it is a series of shocking blunders from 
beginning to end. He makes three angles of the same tri- 
angle to exceed 180°, and some of his numerical results are 
more than 100 feet wrong, as a glance at the data will show. 

“D. W. B.” seems to have known what he was driving at in 
the beginning, but the tatter part of his work is decidedly 
loggy. He says his solution is ‘‘ not formulated.” Is it, or is 
ituot? I contess it appears tome very badly mixed. ‘D. W. 
8.” made a mistake. He should have criticised ‘‘ Farmer,” as 
several others have done, without exposing himself by at- 
tempting a solution of the problem. FARMER. 








Friction of Car-Journals. 





To THe Eprror oF THE RArLROAD GAZETTE: 

Passing silently over the personalties indulged in by your 
correspondent ‘* P.” in his answer to my remarks in No. 46, as 
unworthy of a scientific discussion, I fail to see that his de- 
ductions from my remarks are justified. The total resistance 
of a train to traction is a resultant of so many components, in 
which the load of the cars and their speed play an important 
part ‘for instance the resistance on curves or on grades, etc.), 
that the results arrived at in the experiments quoted by me 
may surprise, but nevertheless be reliable. As these, and in 
fact all experiments un car-journals, differ widely trom those 
of stationary journals, it does not seem improper to attribute 
the difference to the interposition of springs between the 
Journals and the load. When in motion these springs are sub- 
ject to a series of successive vibrations thereby increasing and 
decreasing alternately the pressure on thecar-journal. More- 
*ver a theoretical investigation of the action of car springs 
(which I am preparing now) tends to show that an increase 


IM 





Fig 2. 

rails, and as the portion of the rails needed to muke the 
proper fit is planed away, it is not necessary at any time to 
put the rails in a blacksmith’s fire or furnace. The steel 
therefore retains its original character, and 18 not softened or 
deteriorated by any heating or fuzing such as is usually done 
to effect the same purpose, 

These frogs are also made longer than the usual lengths 
allowed,* which is regarded as an advantage. 

The office of the manufacturers is No. 28 South Third street, 
and the works at the corner of Twenty-third street and Wash- 
ington avenue, Philadelphia. 





Criminal Responsibility for Negligence. 


The Central Law Journal of November 20 says : 

We find the following observations in our able contempo- 
rary, the RarLRoaD GAZETTE : 

‘Punishment tor neglect is provided for in the french rail- 
road laws, as well as tor malicious causing of accidents, and 
even tor threatening to cause one. Article 19 of the law on 
railroad police of July 15, 1845, says: ‘ Whoever, through lack 
of skill, imprudence, inattention, negligence, or disobedience 
of the laws and regulations, shall have involuntarily caused 
on a railroad, or in the stations, an accident which shall have 
occas.oned wounds, shall be punished with imprisonment 
for from eight days to six months, and with a fine of 
from fifty to a thousand francs. If the accident has caused 
the death of one or several persons, the imprisonment shall be 
from six months to five years, and the fine from three hun- 
dred to a thousand francs. Article 20 of the same law says: 
‘Every engineman or brakeman who shall have abandoned 
his post during the running of a train, shall be punished with 
imprisonment from six months to two years.” This is worse 
than dismissal, which some trainmen think very hard. The 
first article provides a punishment which seems 
impossible in this country under existing laws. 
Ic will be remembered that the conductor and 
engineman of the coal train on the Chicago & Alton 
Railroad who by running contrary to orders caused the terri- 
ble Lemont collision, killing about twenty persons and wound- 
ing as many more, could not be punished. 
inuicted for manslaughter, but, —s been out on bail for 
nearly a year, on coming to trial was found ‘ not guilty,’ there 
being of course no shadow of suspicion that he had intended 
any harm by the act which put his own life in extreme danger. 
This is a case of which many will feel justified in saying: 
‘ They do these things better in France.’ ” 

The above writer is entirely mistaken when he supposes 





The conductor was | } 





that drivers of railway trains can negligently kill passengers 
or vo-employes and that ‘ punishment is impossible under 
existing laws.” The law is very old, very well settled, and 


* A portion of the engraving above has been cut off in order to get 





it within the limits of our columns. 


Lake and Canal Freights during the Season of 1874. 


The Buffalo Commercial Advertiser says : 


There is a great deal of talk, now-a-days, about cheap trans- 
portation, but if property is ever transported from the interior 
to the seaboard at much lower rates than have prevailed this 
season it must be after some great improvement on railways 
and steam-vessels has been adopt.d. Never in the history of 
this country have the products of the earth been moved for- 
ward for so small an amount of money, * * 

The following table shows the average freights on wheat 
and eorn, by lake and canal, for the month of November in 
the years named : 


—— CANAL. —— 


Corn Wheat. Corp, 
Cents, Cents, Cents. 
14.7 25.6 24.5 
14.2 19.6 17.3 
7.7 19.6 17.6 
12.7 18.9 4 
11.5 23,1 20.3 
11.7 19.6 16.3 
7.0 19.1 16.3 
8.3 19.2 16,2 
9.8 21.7 19.0 
1.6 11.9 11.5 
9.7 15.9 14.1 
11.4 16.0 14.0 
6.9 12.3 10.6 
4.2 9.7 8.7 


For dullness the season of 1874 is without a parallel in the 
history of our lake and canal commerce, There have been times 
in which freights touched as low figur s as they have in any 
month this year. For example, about eighteen years ago oats 
were shipped from Chicago to Buffalo at 174 cents a bushel, but 
the same vessel that received this ruinous rate brought down a 
load of corn in the fall on a 29-cent freight. In nearly every 
dull year there have been periods either in the spring or fall 
when good freights were paid, and vessel owners were able to 
cover their lossesand have a little surplus left. But during 
the season of 1874 there has not been an encouraging spurt 
from the beginning to the end. 

The following exhibit, showing the average freight rates on 
wheat from Chicago to Buffalo by lake, and from Bulfalo to 
New York by canal, and the avera.e from Chicago to New 
York for the last fourteen seasons yoann that freigut charges 








have ruled lower in 1874 than ever before: 
Average Average Average 
by lake. canal, lake and canal. 
Cents. Cents. Cents, 
ee 11.0 15.7 26.7 
52. 10.5 144 24.9 
tl tsaaceaasusenenanevnscenn 7.5 15.3 228 
A 's55 weosdpevenpes b0eses a0 9.5 18.7 28.2 
cine, ts Suche pwenemieune 9.7 168 26.5 
DD. tuduetbensecd cvbednescesabe 13.4 16.9 80.3 
Pbbbesecéee . +2 dese wevoee 6.8 15.6 22.4 
BUBB ccc cc cceseecereas ces cece 7.1 15.6 22.7 
BOD, cece cccccccccecccccccece 6.6 16.2 22.8 
RE detlcs Guhockvobnbsehes rks 6.2 11.2 17.4 
1.8 12.6 20.4 
1,1 13.0 24.1 
1.8 114 19.2 
3.9 10.0 13.9 
The average rate from Chicago to New York by water this 
year is 5.3 cents lower than that of last year, and 3.5 cents un- 


revious average. 


der the lowest e 
have received less for moving forward the cereal crop this sea- 
son tnan it has cost them to do the work. 


It is safe to say that carriers 
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Editorial Announcements. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tux Ramroap Gazerre. Communications 
for the attention of the Editors showd be addressed Evivron 
RAILROAD GAZETTE, 





Gontributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us — information of events which lake place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
oe contracis for new works or imporlant improve- 
ments of ones, experiments in the construction of roads 
and machinery and in their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment, Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired, O; 8 will oblige us by forwarding 
early copies of notices of meetings, elections, appointments 


and espectaly annual reports, some notice of all of which will 


Advertisements.— We wish it distinctly understood that we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our editorial columns ovr own he cpennre and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
finaneral schemes, ete., to our readers can do so fully in our 
advertising columns, but it is useless to ask us to recommend 


them editorially, for money or in consideration of adver- 
tising patronage. 








THE ECONOMY OF KNOWING WHY. 


We have before us a copy of our very excellent contem- 
porary, the Engineering and Mining Journal, which con- 
tains an editorial on ‘Knowledge and Skill in the Iron 
Business,” the title of which has suggested that which we 
have adopted for this. The subject of the article first re- 
ferred to is introduced with the following sentence: 
‘*When Mr. Bell stated recently, in his remarks to the 
mining engineers at their Hazleton meeting, that he thinks 
weare not using fuel with the utmost economy, and sug- 
gested that, with such ores and such coal as we have, we 
should either reduce the consumption of the latter or 
‘know the reason why,’ he struck the very key-note of 
intelligent. progress.” If Mr. Bell or any one else 
should say very much the same thing of 
American locomotives and of nearly all the departments 
of railroad engineering, he would be disturbing key notes, 
and probably be making other noises which might not be 
agreeable music to all engaged in such occupations. There 
is anxious enquiry now all over the land to learn the reason 
why railroads do not pay, and as the business of transpor- 
tation has not yet been formulated with sufficient accuracy 
to enable any of us to tell exactly ‘‘ where the money goes,” 
it is hard to ‘* know the reason why” they are not profita- 
ble. The kind of information which is now needed more 
than anything else, to enable us to formulate the business 
of transportation into a science, is more detailed and relia- 
bly accurate information of the cost of operating and 
maintaining railroads. It is work, too, which many per- 
sons have abundant opportunity of doing and which re- 
quires no other qualification than simply the ability to do 
careful clerical work. 

We have before us annual reports of the following 
roads: the Lake Shore & Michigan Southern, the Michi- 
gan Central, the Chicago, Burlington & Quincy, the Bur- 
lington & Missouri River, the Terre Haute & Indianapolis 
and the Louisville & Nashville. The report of the last 
‘amed road is by far the most carefully and elaborately 
prepared published record of the working of any road in 
this country, and from ita better idea can be gained of 
‘‘where the money goes” than from any other similar 
publication. From the report, which is for 1871-1872, we 
learn that the total cost of transportation per train mile 
was $1.406591. Of this $0.345528, or about 2434 per cent.» 
was expended by the road department, $0.501938° 








or about 353% per cent., by the machinery de- 
partment; $0.473414, or 33% per cent., by the 
transportation department, and $0.085711, or about 
6 per cent., in main office expenses. It will thus be seen 
that over 60 per cent. of the total expenses of operating 
this road is expended in the engineering and mechanical de- 
partments. From the Lake Shore report for 1873 we find 
there was an expenditure in the motive power department, 
including the consumption of fuel for all purposes appar- 
ently, of $3,417,624.99. Turning now to thereport of the 
locomotive department, we find that the only account of 
this expenditure is given in three items alone, viz: ‘‘cost 
of repairs of engines, cost of enginemen and firemen, cost 
of fuel consumed.” In the car department there was an 
expenditure of $1,070,049.12, of which there is no account 
whatsoever excepting the bare statement that so much 
money was expended for ‘‘ repairs of cars.” The account 
of the receipts for freight and passengers occupies 19} 
closely printed pages of tables showing in the most elab- 
orate manner the total amounts carried, with comparison 
with the preceding years, the proportion of articles of 13 
different classes carried, the amount of freight forwarded 
and received at each station, a descriptive statement of the 
different kinds of freight forwarded from each station, a 
“statement showing the direction and relative amounts and 
rate per ton of freight carried, from January 1, 1870, a 
general summary of passenger business and the number 
of passengers leaving each station. We have selected the 
Lake Shore report for these comments because its state- 
ments of traffic are given more in detail, and those of ex- 
penses less so than those of any of the other reports be- 
fore us. What we want to call attention to is the minute- 
ness with which the one is detailed, and the very 
slight amount of information which is given by the 
other class of transactions. The same remarks will apply 
to all the other reports before us excepting that of the 
Louisville & Nashville Railroad. In the others, however, 
somewhat more information is given of the expenditures 
and the service rendered. Thus in the report of the 
Michigan Central the report of the Superintendent of 
Machinery gives the cost of repair of locomotives, cost of 
locomotive-service, number of cords of wood, tons of coal, 
gallons of oil, pounds of rags and waste consumed, the 
price of the same; a statement of the cost of each per mile 
run, the number of men employed in the machinery de- 
partment on the main line and branches, a statement of 
miles run by passenger and freight locomotives, 
the average miles run per day by each locomotive. The 
report of the car department gives the amount expended on 
passenger car, baggage car, freight car and hand car repair 
account, For details of expenses readers of the report 
are referred to separate statements. The one detailing 
the expenditure on freight cars begins by saying: ‘‘Among 
the larger items of expenditure are the following.” The 
amount charged to this account is $465,638.68, and the 
‘larger items accounted for” amount to $75,723, leaving 
$389,915.68 which to some extent must be made up of 
smaller items, Like the man who enquired how another 
lost his leg and was told that it was ‘bit off,” so a 
reader of this report must have a very great desire to 
ask what it was that bit off the odd $389,915.18 not 
accounted for. Now we want to discliim in the 
strongest way any intention of questioning the manner 
in which that money has been expended. Our only pur- 
pose in calling attention toitis because it is this method 
of reporting railroad operations which makes it impossible 
to reduce ‘‘the business of transportation to a science.” 
The reports of the Chicago, Burlington & Quincy and the 
Burlington & Missouri River rouds both give similar in- 
formation about the details of expenditure in the locomo- 
tive departments, but none whatsoever of the car depart- 
ments. In strong contrast with these is the report of the 
Superintendent of Motive Power and Machinery of the 
Terre Haute & Indianapolis Railroad. The character of 
this report is indicated by its preface, which is as follows: 


“The following report of the operations of the Motive Pow- 
er and Machinery Department for the tiscal year ending Nov. 
80, 1873, with the unnual balance sheets, showing the distribu- 
tion of expenditures, is herewith respectfully submitted.” 


The above italics are ours. Following this introduction 
a table of the mileage of passenger freight and what are 
called ‘‘work” engines is given. Another table gives the 
cost of running an engine 100 miles in the following items: 
‘*repairs of engines; cost of stores; cost of fuel; wages of 
engineers, firemen and cleaners; and proportion of mainte- 
nance of shops.” The latter item is one which we have 
never seen given in any other report, and is a charge 
which should be made to locomotive and car service on all 
roads. The mileage of engines in each service to a cord 
of wood, ton of coal and pint of oil, the cost of fuel for 100 
miles run, and the total amount used and the actual cost, 
and not, as our friend ‘‘Hindoo” would say, the 
pro-rata cost, of coal and wood are given. The 
especially commendable feature of the report is the 
‘**balance sheet” in which this department is debited with 
the amount of material in hand at the end of the previous 
year, the amount purchased during the year, and the 
amount.of the pay-rolls for the year. The department is 
thus charged under each of the following heads with the 





succeeding items: 


CONDUCTING TRANSPORTATION. 
Cleaning and inspecting cars; fuel and lights for cars; 
oil, waste and tallow for cars; repairs and supplies to de- 
pots; repairs and supplies to telegraph. 

MAINTENANCE OF CARS. 
Repairs of cars (passenger and freight); tools and repairs 
of tools; expense of car shops. 


MOTIVE POWER. 

Repairs of locomotives ; engineers and firemen; clean- 
ing engines ; coal for engines ; stores for engine: ; fuel 
and lights for shops ; repairs of shops ; tools and repairs 
of ; watchmen ; clerk hire ; superintendence ; repairs and 
expenses of water stations: pumping water ; printing 
and stationery. 

MAINTENANCE OF WAY. 

Repairs of bridges ; chains ; frogs ; hand-cars ; oil, waste 
and tallow; switches ; tools and repairs ; watch-houses ; 
repairs of track. 

SUNDRY ACCOUNTS. 

Foreign work and sale of material ; general offices ; 
stock yards. 

CONSTRUCTION AND EQUIPMENT. 

New baggage car ; new express car; new caboose car ; 
new coal dump car; new crane car; new engine house, 
Terre Haute; new shop at Indianapolis ; new coal dumps 
at Indianapolis ; new watch houses, Ninth street; new 
watch houses, Fourteenth street ; new well at Terre Haute ; 
new tools and machinery ; new elevator, machine shop, 
Terre Haute ; new elevator, boiler shop, Terre Haute ; new 
turn-table, carpenter shop, Terre Haute ; new pile driver, 
new bridge at Birch Creek ; material to 8. & D. 

A credit is then given of materials on hand, which bal- 
ances the account. Any business man looking at this ac- 
count will see at a glance that it is a clear and complete 
statement of the business of the machinery department for 
the year, and in that respect quite different from that be- 
fore referred to. The account is in fact made out, and no 
doubt kept, in a strictly scientific method—that is, the 
expenses are distinctly classified, and each item of cost 
has a place where it belongs and to which it is charged; 
so that if it is desired to know what it costs to warm and 
light cars or to clean engines, it can be known by referring 
to that account. The report of the Louisville & 
Nashville Railroad is kept in still greater detail, 
and we mention them not because we think they 
are jerfect, but, to indicate the method which 
must be preserved in order to reduce transportation 
to ascience. We believe that it would be profitable to 
keep the accounts in even much greater detail than either 
of the reports last mentioned show. If they were so kept 
they would even then be very much less complicated than 
the accounts of any large mercantile firm or manufacturing 
company. If this exactness is desirable and profitable in 
private firms and companies, what business man will say 
it is less so in the more complicated and extensive transac- 
tions of # railroad company. When, for example, the fuel 
consumed costs a railroad company over a million and a 
half dollars annually, it would seem to be only ordinary 
pusiness foresight to know how, when and where it is 
consumed. So of locomotive repairs. It would seem to 
be very desirable toknow what proportion of the three- 
quarters of a million dollars, which such repairs cost the 
Lake Shore Company last year, was expended on the boil- 
ers, the running-gear, the engines—that is the cylinders, 
valve-gear and their connections—and on the tenders. 
What does it cost to maintain head-lights, cow-catchers, 
etc.? Now itis by knowing what each of these expenses 
amount to that we are able to analyze them, to tell 
whether they are too much or too little. It is true, to put 
accounts in that way would involve some trouble, cost and 
time, but the same thing might be asserted of the 
accounts of any private business. The books in 
which are recorded the business transactions of the 
Rarixo0ap Gazerte (which, we have very excellent reasons 
for knowing, represent very insignificant amounts 
compared with the expenditures of any one of the depart- 
ments of most railroads) are, we believe, kept in more de- 
tail, with greater care and accuracy, and the annual re- 
ports of its business represent its transactions with very 
much greater exactness than the managers of nine-tenths 
of the railroads in the country think it necessary to give 
their directors and stock-holders in their annual reports, 
to inform them of the nature of the business done during 
the preceding year. 


The first step towards any reform is to know the extent 
of the evil. How is it possible to tell whether the ex- 
pense of car repairs is too much or too little if 
it is not known how much they are? and 
were the fact not so well known, it should 
excite boundless astonishment that probably not one half 
of the railroad companies in the country know what be- 
comes of the fuel they use and pay for. 

We have referred to this subject simply to attract atten- 
tion to it. What is wanted is patient, careful and intelli: 
gent investigation of the cost of transportation by rail- 
road. To understand it thoroughly we must descend to 
minute details, and thus ferret out and know exactly 
‘‘ where the money goes” and ‘‘ the reason why.” 
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THE TRANSPORTATION CONVENTION. 


The importance of cheap transportation is certainly 
great enough to justify the existence of a society to study 
the subject and advocate improvements. But in such an 
organization it is difficult to establish any qualifications 
for membership, at least any sufficient qualifications, so 
that those who join it and ,take an active part in its pro- 
ceedings are apt to be those who for any reason whatever 
have projects which they wish to bring before the public. 
The actual result with the society known as the ‘‘ Cheap 
Transportation Association” seems to Lave been to attract 
to its annual conventions a large number of men who 
have enormous jobs to advocate, for which they wish the 
yovernment to pay, and in the prosecution of which great 
fortunes would be made; a second class of wild schemers 
who have hobbies to exhibit, and who for the most part 
seem to get a great deal if not full satisfac- 
tion from the mere exhibition of their hobbies—a class 
known in nearly all societies, scientific and other; and fi- 
nally a certain number of men who are really anxious to 
secure cheap transportation, some of whom know that 
to do this they must get the facts concerning the question, 
and that to get the facts requires a vast deal of plodding 
work and not a little hard thinking by trained minds. 
Now when an organization has a considerable proportion 
of the first two elements, it is hardly likely to do much use- 
ful work. The third class are apt to be careful in their 
statements and conclusions, and not to say a great deal; the 
second have unbounded confidence in themselves and will 
talk as often and as long as they can get a chance; while 
the first are unscrupulous, brazen, energetic and persever- 
ing, understand and use the arts of the caucus, and are 
pretty sure to carry their schemes, unless they happen to 
stand in the way of other schemes supported by more ac- 
tive and shrewder men of the saime class. 

The recent convention of the Cheap Transportation 
Association began in Richmond on the first of this month 
and continued for four days—days apparently pretty well 
filled up by reports from committees, speeches of mem- 
bers, and discussions; but, so far as the reports published 
in the newspapers indicate, it developed no new facts 
theories or arguments; the complaints made were old com- 
plaints, not fortified with proofs; the schemes presented 

_ were the old schemes, generally crude, undigested, and 
utterly unadapted to the requirements of the case; and the 
tacts presented—there were none, at least none of the con- 
trolling facts, those on which the successful solution of 
the problem depends. Indeed, the men who really study 
the transportation question for the most part stay away 
from the convention, where they would probably be over- 
ridden by the blatherskites and schemers. 

It is, indeed, hardly possible that national discussions 
of plans for cheaper transportation should be free from 
selfish motives. The essence of the problem is to make 
the easiest possible path between the producer and the 
consumer, without reference to the interests of any particu- 
lar city, State, or route, or class of exchangers. But to 
one very large class of men cheap transportation has no 
interest, except as it concerns a plan for diverting traffic 
from existing routes and cities to St. Louis and New Or- 
leans, to Savannah, to Richmond, to Montreal, or the 
other city in which they live or own property. Probably 
more than half of the men who urged the expenditure ot 
two or three hundred millions by the United States for 
canals here and there and freight railroads would not feel 
a particle of interest in an impiovement which would 
make it possible to take grain or cotton on the farm where 
raised and drop it in Manchester, or other place of con- 
sumption, at a cost of a cent a hundred and without the 
expenditure of a cent on the way in any city, seaboard or 


interior, or on any route, railroad or canal. They 
are not interested primarily in the elimination 
of the expenses of exchanges; they only want 
such an urrangement as will favor the mak- 


ing of the exchanges through their own cities, or, indeed, 
they only want to secure a great expenditure of money on 
some national work, which will bring them business and 
profit as the great war expenditures brought business and 
profit to so many, in which case they are interested only 
in schemes which will cost a great deal of money, and 
would be disgusted with the invention of an air ship 
which would need no expenditure on its road. This is, of 
course, unavoidable. The merchants of New York—at 
least the produce merchants—cannot well help feeling 
more interest in a plan which will make it cheapest to ex- 
port grain by way of New York than in a plan which would 
be cheaper by half, but would cause the grain to make its 
outlet elsewhere. So the transportation problem to Mon- 
treal, Boston, Philadelphia, Baltimore, New Orleans means 
little more than the method necessary to divert exports 
and imports from New York to themselves. 

When we have air ships which do not stop on the 
coast, seaports will be the most unfavorably situated of all 
cities, and though such vehicles, were they possible, would 
seem to be the most perfect of all carriers, eliminating ab- 
solutely all transfers and middlemen between the produc- 
ing and consuming population, commercial cities cannot 
be expected to long for them ; no more can they be ex- 


pected to desire any other improvement in transportation 
which will make their own intermediation useless: that 
would be desiring their own destruction. Chicago will 
never favor a scheme which will save nine-tenths of the 
cost of carriage of grain from the Northwest to Liver- 
pool—and make it go by way of St. Louis; New York 
will have no enthusiasm for a route which reduces the cost 
of transporting grain from Chicago to the seaboard to five 
cents a bushel—and reaches it by way of Montreal. 

Thus of the most honest and earnest advocates of 
‘*cheap transportation” in the conventions, and the news- 
papers as well, the largest part, doubtless, are really work- 
ing for the advantage of some place which makes or may 
make exchanges, and not primarily for a reduction in the 
cost of the exchanges. This complicates the matter 
greatly, especially when the whole country is called upon 
to pay the cost of the plavs proposed ; for an expenditure 
of a hundred millions or so might very well help the trade 
of New York, New Orleans or Richmond, while destroying 
that of other cities and yielding no advantage to the 
country at large; and when such schemes are proposed 
and urged as of national importance, the fact that its 
promoters ‘must be influenced by these local considera- 
tions justifies us in suspecting that their particular in- 
terests make them unsafe judges of the effect of the plan 
of the national welfare. 

Passing from the general to the particular, we will be 
best able to gather the quality and aims of the Association 
which met at Richmond by what its members proposed, 
and what the convention did. 


Glancing over the reports of the proceedings, we find 
that the following propositions were made for the solution 
of the transportation problem, as different members saw it: 

The Committee on Railroads, reporting through Mr. F. 
B. Thurber, of New York, announced that competition is 
what is needed, that the most effective competition will 
come from railroads owned by the people, that improve- 
ment of our principal water courses and the construction 
of short lines of canal between large bodies of water are 
also necessary, and ‘‘that certain laws of a general charac- 
ter will also be found useful as auxiliaries, pending the 
construction of the above-mentioned works.” 

The Committee on Artificial Water Routes, of which 
Col. B. W. Frobel, of Georgia, is Chairman, reported a 
series of wonderful affirmations, one of which is that ‘‘the 
wealth of the field, the forest and the mine” in this coun- 
try is ‘‘ valueless,” for want of outlets to consumers, and 
that a metallic currency will be restored by ‘‘ the means of 
exporting our grain and flour and bacon and corn and 
tobacco and cotton at prices which will enable us to sell 
these products in the market of other countries,” and reso- 
lutions which declare that Congress should during this 
session provide means for the four great water routes 
recommended last winter by the Senate Transportation 
Committee—that is, the improvement of the Mississippi, 
the canal to connect the Tennessee with the Chattahoochee 
or other river of Georgia, the James River and Kanawha 
Canal, and the enlargement of the New York canals. 

Mr. James C. Southall, of Richmond, advocated the 
James River & Kanawha Canal, apparently as a sufficient 
substitute for all other schemes. 

Mr. D. G. Conant, of St. Louis, urged action by the 
present Congress to secure ‘‘the immediate construction 
of such works at the mouth of the Mississippi as will 
insure the safest, most commodious and untrammeled 
navigation between that river and the Gulf of Mexico 
which science and money can provide.” ‘ 

Mr. John Thompson, of North Carolina, in view of the 
completion of the Suez Canal, recommended such govern- 
ment aid as will secure the speedy completion of the Texas 
& Pacific Railway. 


Gen. T. L. Rosser, of Minnesota (late engineer in 
charge of the surveys of the Northern Pacific), proposed a 
memorial to Congress to pass laws to prohibit any combi- 
nations or of competing railroad lines, the watering of 
stock, and to establish a ‘*Court of Commercial Justice” 
to try all cases of ‘‘ violation by the transportation com- 
panies of this country of the principles of justice and fair 
dealing,” with power to supervise and alter the rates of 
freight and fares. 

Gen. A. T. Piatt, of Ohio, offered resolutions against 
any increase of the bonded debt of the country (apparently 
aimed against any government canals or railroads) and 
affirming ‘that railroads are public highways, and those 
who manage them are but public servants whose pay is to 
be regulated by law.” 

Mr. C. A. Clarke, of Illinois, wished the Convention to 
declare ‘‘that Congress should fix by law a maximum for 
all railway traffic crossing State lines.” 

Col. William Johnson, of North Carolina, wished it to 
request Congress to adopt 4 ft. 8} in. as the standard 
national gauge, and to offer sufficient inducements to lead 
all lines as much as 200 miles long to adopt that gauge. 

The Committee on Resolutions, reporting through Major 
Lyman Bridges, of Chicago, reported in favor of Mr. Fro- 
bel’s resolutions in favor of four water routes (‘‘there’s 
millions in it’), and of aid to the Texas & Pacific, on con- 





dition that Congress have power to control their tolls 


+: 


and rates and their combinations with other lines, 
Hon. R. M. T. Hunter, from the Committee on Reports, 
reported in favor of laws against watering stock, compel- 
ling the posting of rates, prohibiting railroad men from 
being interested in companies running cars over their 
road or furnishing it supplies, against ‘‘unjust discrimina- 
tions” and free passes, prohibiting members of Congress 
and other legislators from appearing as counsel in cases 
involving public interests, in favor of State railroad com- 
missions and a national ‘‘ Department of Industry and 
Commerce,” with a Bureau of Transportation, and general 
action by the United States which will tend to favor com- 
petition. 

Mr. D. G. Conant, of St. Louis, proposed a law for 
granting United States charters for railroads crossing 
State lines. 

Mr. M. B. Lloyd, of the Illinois State Farmers’ Associa- 
tion, recommended a double-track freight railroad to be 
provided for by an issue of 3.65 bonds. 

The Committee on Resolutions being divided on the 
question of making the subsidy of the Texas & Pacific de- 
pendent on its giving Congress control of its rates, a mi- 
nority reporting against the condition, the minority report 
was adopted by a vote of 77 to 34. 

Mr. Dore wanted the government to establish shipyards 
in the West for constructing iron steamers. 

Mr. W. M. Potter, of Iowa, urged the construction by 
government of a canal from Hennepin, Ill., to Rock Island. 

Mr. Widderburn, of Virginia, wished the extension of 
the Chesapeake & Ohio Canal to be included in the number 
of those to be constructed by the ,overnment. 

A recommendation that the tolls on the Erie Canal be 
reduced so as to cover the cost of working exp. nses and 
maintenance, and not any interest on cost, was adopted. 

These were, so far as the newspaper reports show, all 
the propositions made in the convention for securing 
cheaper transportation for the United States. 

When we come to the action of the convention, we find 
that it adopted Mr, Hunter's report in favor of certain re- 
strictive laws (not, however, restricting rates, if the sum- 
mary published be correct) applying to railroads; requested 
the State of New York not to collect interest on the cost of 
the Erie Canal, and adopted a memorial to Congress urg- 
ing it to provide for the construction of a perfect outlet 
of the Mississippi; a canal over the Appalachian range 
in Tennessee and Alabama; another 
(for it contemplates a canal tunnel eight miles long) 
through the same range in Virginia and West 
Virginia; a similar costly work, though a deepening 
and improvement and not wholly a new con- 
struction, in New York; a canal from the Illinois River, 
near Hennepin, westward to the Mississippi at Rock Island 
(wholly within the State of Illinois), and a great double- 
track freight railroad from some point on the seaboard to 
some point in the West, and (as nearly as we can learn 
from the report) a subsidy for the Texas & Pacific. 'The 
work of construction so recommended is estimated to cost 
about $325,000,000, would probably cost a corporation 
skillful in conducting aflairs not less than $400,000,000, 
and would certainly cost the Government very much 
more. 


over and 


We believe that this convention, whatever else may be 
said of it, showed a disposition to spare no expense in 
order to save money. Six per cent. on the proposed in- 
vestment would amount to more than one-third of the total 
dividends earned by the seventy thousand miles of rail« 
roads in the United States last year, and the advantage 
would need to be immense in order to justify the expendi- 
ture. 


While a canal connection of the Ohio and Mississippi 
rivers with Atlantic waters was spoken of as sufficient to 
revolutionize the industries of this country, no one 
seemed to recognize the fact that there are or have been 
several such connections. Why have not these immense 
advantages, or a large part of them, resulted from the Ili- 
nois & Michigan Canal, many years open and still thriy- 
ing, which 


unites the Mississippi with Lake 
Michigan, or from the Wabash & Erie Canal, 
through Indiana and Ohio to Lake Erie, or the 


Miami Canal, the Pennsylvania & Ohio Canal, the Erie & 
Pittsburgh Canal, which also unite the Ohio with Lake 
Erie? All these unite the whole water system of the Mis- 
sissippi Valley with Atlantic waters, and though not on eo 
large a scale as those now recommended to Congress, they 
should yet be of immense value, locally and nationally, if 
these proposed canals would have so prodigious an effect 
on the cost of transportation. But of all these only 
one can be said to be successful, and two 
or three others have been abandoned simply because 
it does not pay to keep them open. And when we come to 
large canals, intended chiefly to carry the grain of the 
Northwest to the seaboard, it seems to have escaped the 
advocates of these enormously costly water routes that 
there is now in construction a canal at once larger and 
cheaper than any of their proposed lines can possibly be 
made, which will enable not only boats but large ships to 
make their way from the great grain centers of the North- 





west to tide water, a channel which the United 
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States is not asked to pay a cent for, and which when 
completed will make it almost impossible that any of the 
proposed lines should carry enough of our grain exports 
to support it. 

It may be that the newspaper reports have passed over 
or made only slight mention of the really valuable 
work which came before the Cheap Transportation Asso- 
ciation, but if they represent it fairly, there can be little 
hope that it will advance the cause to which it is osten- 
sibly devoted. : 


Record of New Railroad Construction. 


This number of the Rarmuroap Gazerre has information of 
the laying of tracks on new railroads as follows: 

Bucksport & Bangor.—Completed by an extension north- 
ward 4 mules to Banger, Me. Warwick.—Completed from a 
junction with the New York, Providence & Boston five miles 
south of Providence southeast 5 miles to Warwick Neck, R. I. 
New Jersey & New York.—Extended north 1174 miles to 
Haverstraw, N. ¥. Washington & Ohio.—Extended from 
Purcellville westward 4 miles to Round Hill, Va. Flint & 
Pere Marquette.—Completed by an extension west 5 miles to 
Lake Michigan at Ludington, Mich. Fort Scott & Southeastern. 

The first track has been laid from Fort Scott, Kansas, south- 
eastward 74% miles, Palisade & Kureka.—Extended from Lodi, 
Nevada, southward 8 miles, 

This is a total of 45 miles of new railroad, making 1,731 mi'es 
completed in the United States in 1874, against 3,456 miles u 
1873 and 6,559 in 1872. 











The English Engine-Driver. 


li is one of the most singular facts connected with modern 
literature that the deep and striking poetry ot the rail and the 
locomotive has never yet inspired uny man of genius to sing it 
forth to the world, Probabty it is a consequence of the classi- 
cal training of modern youth. Our poets get mad over the 
achievements of Greeks and Romans, over the Isthmian and 
other games, and seem absolutely blind to the fact that the 
things which put them into ecstacies are quite childish com- 
pared with the everyday marvels of the age we livein. No 
doubt “distance lends enchantment to the view;’ still the 
Greek charioteer who, stan on a very rickety two-wheeler, 
whips his horses along in the Olympian races, is at best a 
prosaic figure when placed in contrast to an engine-driver on 
any of our great lines of railway. The fire-horse of our modern 
steam-charioteer is infiuitely more majestic than the noblest 
stallion seen in old Greece, and the speed at which he flies 
through the air is, com ared with that of the Isthmian games, 
as the eagle’s flight is to the crawling of the snail. In simple 
truth there is scarcely anything done by human beivgs that 
approaches in daring, in true and absolute heroism, to the 
hurling of an express train through space at the rate of a mile 
a minute and more, a speed far superior to the velocity of the 
hurricane. That the steam charioteer rides along sately in 
night and darkness, through storm and rain, on his snorting 
fire-horse, detracts nothing trom the innate grandeur of the 
deed, but even adds to it. Strong and muscular, and in the 
full power of virile health as the engine driver may be, be is, 
after all, but adwarf handling gigantic forces, and handiin 
them a fm inteliect only. The horseman with fisriest Ara 
under him has his knees and hands to govern the 
steed that carries him; but the rider on _ the 
locomotive is more helpless, as regards ary strength, 
than an infanton the back of alion. Still, the locomotive- 
rider g ides the flaming pont whom he bestrides as cooll 
and with as firm nerve as if it were a P pew in his hand. 
Were it not that the repetition of the daily and hourly sight 
had destroyed the faculty ot wonder and stunted the imagina- 
tion, men would look awestruck upon the tiny individual on 
the back of the great fire-horse, soaring through space in a 
circle of flame, with a o of haman beings harnessed be- 
hind in iron chains. As it is, familiarity has bred contempt; 
but, notwithstanding, the fire-horse remains a marvel of mar- 
vels, and his rider a hero of the best type. 

The master of the locomotive, though perhaps’ not willing 
himself to be a hero cf romance, is, for all that, a very real, if 
quiet and unassuming, hero. There is something most man- 
ly, firm and of the true heroic about al] engine-drivers, more 
especially those who have seen many years of service, and are 
trusted with fast and express passenger trains traveling long 
distances. Engine-drivers of the latter class are seldom un- 
der forty years of age, and being picked men, fully conscious 
of the immense :esponsibility of their position, and accus- 
tomed to look with clear eye and unflinching brow upon dan- 
ger and death, daily braving the elements in the simple exe- 
cution of their duty, they are, as a rule, singularly calm and 
self-possessed. Very you engine-drivers there are none 
indeed, ong i the song gracias training through which all 
have to go. fore becoming the driver of a locomotive, a 
man must have been a fireman, or, as often called, a stoker, 
and most firemen again do not obtain their post without pass- 

ing a previous apprenticeship as cleaners of engines, or simi- 
lar occupation, in which they get a practical acquaintance, if 
only in the shed, with railway locomotives, It might seem 
that mechanical engineers, those who have the construction 
of engines, would make the best drivers, but experience has 
shown that this is not so. The requirements of the workshop 
are entirely different from those demanded on the iron high- 
road, and frequent trials to this effect on our early lines went 
to show to conviction that the mechanical workmen may be, 
and mostly are, the very worst engine-drivers. This being so, 
the school of the railway servant uspiring to get a place on 
the board of a locomotive is entirely a practical one, and may 
not inaptly be compared to that which a man has to go 
through who wants to learn horsemanship. The study of vet- 
erinary surgery, and the anatomy of the horse, is no more 
required by the good rider than the art of locomotive construc- 
tion by the good engine-driver; but in either case, with the 
fire-horse as with the flesh-and-blood horse, what is wanted is 
a skillof management, largely guided by experience, 

t is to acquire skill by experience that the engine-driver has 
to come out of the fireman and, in most cases, the engine- 
cleaner. Itis very seldom that aman is made a driver who 
bas not been at least six years a fireman, and even then he is 
not pat at once into regular work, but has to go through 
another kind of apprenticeship. The first stage of the newly- 

appointed driver is on the board of a pilot or shunting engine. 

Put in command of an engine near a station, or a goods depot, 
he has to haul in and out rains, which work, though requiring 
undivided attention and much skill, is the less responsible as 
being done under the eye of superior officers, such as station- 
masters and superintendents. The pay of this first period 
begins usuall, at the rate of five shillings a day, advancing 

radually to six shillings. When the new Shiver 8 found tuo 

1ave acquired sufficient skill in shunting lines of carriages 
short distances—which may be in a year or two, or may extend 
over many years—he is promoted to undertake the haulage of 





other ordeal passed, he becomes the driver of passenger trains, 
at first of slow or local trains, and in the end of fast trains. 
The pay of this highest class driver, a senior in all respects, 18 
from seven shillings to seven shillings and sixpence per day. 
Seven and sixpence is the maximum on most of our smaller 
railways, notably those south of the Thames; but the maxi- 
mum is considerably surpassed in the pay given to the most 
trusted engine-drivers on the great lines runuing northward 
and westward from London, and the trains of which are un- 
surpassed for speed and excellence. The Great Western Com- 
pany give the high pay of nine shillings and sixpence a day, 

sides a bonus of ten pounds per annum, to a few veterans in 
the service, drivers of expresses. The nine and sixpence, 
among others, are the ‘compensation ” of the dauntless iron- 
sinewed charioteers who drive the * Flying Dutchman,” fastest 
trainin the world, from London to Bristol. No hurricane that 
ever blew in our latitudes ever traveled at the speed of the 
* Flying Dutchman.” 

On most of our great lines of railway the hours of duty of 
the engine-driver, like the hours of work of the guard, vary 
from day today. The driver generally tollows a time-bill un- 
der the regulations of which every week-day gives him a differ- 
ent train, with additional changes on Sundays, the whole so 
arranged that he has alternately day and night duties, and has 
besides about one-half of the Sundays in the year for days of 
rest. Experience, the guiding principle in all railway man- 
agement, has shown that this system is the best that can be 
made, and it is certain that as it works wellso it gives thorough 
satisfaction to the drivers, more especially to those best able to 
form a judgment, the veterans of the service. The time-bill 
of one of these veterans, a Great Western man, may serve to 
illustrate the arrangement under which the engine dr vers on 
our great lines perform their duties. He takes on Monday the 
6.45 a. m. train from Paddington to Bristol, arriving at 10,20 
a. m., and leaving Bristol again with the 12.9 p. m. train—the 
return ‘‘ Flying Dutchman”—gets back to Paddington at 2.45 
.m., having gone over 240 miles of road within just eight 
hours. The next day, Tuesday, our veteran takes the 9 
ociock morning train from Paddington, due at Bris- 
tol at 12.15 p.m., and brings back the train which 
leaves Bristol at 2.45 p.m., and gets into Padding- 
ton at 6 o’clock in the evening. On the third day, Wednes- 
day, he carries off the 10:30 a. m. train from Paddington, gets 
to Bristol at 3:5 p. m., leaves again at 7 o’clock in the evening, 
and is back at Paddington at 10:20 p.m. Thursday, the fourth 
day, gives him the 11:45 a. m. train—the ‘Flying Dutchman” 
taking wings westward—which arrives at Bristol at 2:21 p. m., 
and he leaves again with the 3:50 p. m. train, which reaches 
Paddington at 10:5 p.m. On the fifth day, Friday, he leaves 
Paddington, for the first time in the week, in the afternoon, 
taking away the 2:30 p. m. train to Bristol, cue at 9in the 
evening, and bringing back the night mail train, which leaves 
Bristol at 12:40 a. m., arriving at Paddington at 3:55 a, m. 
Finally, on Saturday, our driver does not leave Paddington 
till late in the evening, this being “shed day,” when he has to 
give about four hours to the superintendence of boiler wash- 
ing, the packing glands, and similar labors. This done, he 
takes the 8:10 p. m. out of Paduington, arriving at Bristol five 
minutes after midnight, and leaving again shortly after with 
the 12:50 a. m. train, due at Paddington at half-past 4in the 
morning. Thus runs the week’s work of our veteran, and 
there remains that of the Sundays. This, too, varies, the 
time-bill changing each Sunday in such a manner that he is 
four Sundays on duty and the three following Sundays free 
trom any work. On the first of the four Sundays he takes the 
10 o’clock morning train from Paddington to Bristol, arriving 
at half-past three o’clock in the atternoon; leaving Bristol 
again with the half-past 6 o’clock train, and getting back to 
Paddington ten minutes after 11 o’clock in the evening. Having 
been more than twelve hours on duty he is paid at the rate cf 
a day and a half for the double journey, being fourteen shillings 
and threepence, On the second Sunday he takes the half: past 
2 o’clock afternoon train from Paddington to Bristol, arriving 
at halt-past 7 in the evening, and starting again from Bristo 
ten minutes to 1 next morning, to get back to Paddington at 5 
minutes to 4. For this double ay tony too, he earns one and 
a-half day’s pay. ‘The third Sunday he does not leave home 
till late in the evening, starting with the 8:10 p. m. train from 
Paddington, and bay om | back, after little more than half an 
hour’s stoppage, the 12:50 a, m. train, Finally, on tbe fourth 
and last sunday on which he is on duty, our veteran has as- 
rigned to him, by way of change, two double journeys from 
Paddington to Windsor, beginning work at 2 o’clock in the 
afternoon, and leaving off at a quarter to 11 in the evening. 
Taking the entire number of hours on duty a week, leaving 
out the free Sunday, but adding an hour to each journey—the 
ppeenmed time during which the engine-driver has to be at 

is post betore starting—the average daily number of hours 
of work is found to be eleven. It is nominally twelve on most 
of our lines of railway, but the maximum is not reached ex- 
cept under great pressure of business, and when it is sur- 

assed the pay is calculated at the rate of a day and a-half. 
uilway companies, as a rule, treat the drivers of their en- 
gines, especially those recommended by years of service, with 
marked liberality—as marked as in most instances it is well 
deserved, 
Considering the extremely fatiguing nature of his duties 
his exposure to rain and wind and all the extremes of heat anc 
cold, and the wear and tear of mental anxiety he has con- 
stantly to undergo, and which reaches a climax when snow 
and tog, his great enemies, obstruct his outlook, the work of 
the engine-driver is truly astounding as to its extent and 
amount. The average distance traveled over by the drivers of 
passenger trains on our smaller lines, as representative of 
which the South Eastern may be taken, is 800 miles a week, or 
about forty thousand miles a year; but this average is far sur- 
passed by the drivers of the great express trains on the lines 
north of the Thames. A careful calculation of the distances 
traveled by the Great Western driver whose time-bill has been 
analyzed, shows that in the course of one year, commencing 
the 4th of November, 1873, and ending the 3d of November, 
1874, he hauled his tiains, often at express speed, over 65,323 
miles of ground, being an average of 1,256 miles per week. It 
seems terrible work; still the veteran here referred to, up- 
wards of twenty-two years in the service of the Great 
Western, testifies, with many others, to the tact that 
the exertions gone through, great as they are, do not 
only not affect the health of a strong man with good 
nerves, but fortify his constitution, so as to harden it against 
age and disease. Itis certain that engine-drivers, as a class, 
look extremely florid and healthy, and mostly younger than 
they really are. No doubt they get abundance of ozone into 
their lungs, and. if they will only stave off the bp og rheuma- 
tism by good flannel armor and temperance—the latter uni- 
versal among the best drivers, not a few of whom are teetotal- 
lers—they have as much chance of lhving to the age of Me- 
thusaleh as any of the most favored classes of the community 
including country parsons. Besides, great as are the physica 
hardships the engine-driver has to undergo, there is some 
compensation for it, as for most things, in a corresponding feel- 
ing of elation, which no habit can altogether destroy, from 
flying through space with enormous swiftness. If Dr. Samuel 
Johnson held it the greatest joy of human life to travel in a 
st coach with four horses at the rate of twelve miles an 





oods trains. His pay now is generally from six shillings to six 
shillings and sixpence per } mg occasionally” a little 


of the earth, except a cannon ball. 


bg eng! : 
velocity, indeed, than snything thet ——— —S The net earnings were 4.82 per cent. on the funded debt. 


—The earnings of the Great Western Railway of Canada for 


and education who, properly trained, act occasionally as en- 


higher, Lut being also sometimes a little less. Finally, this | gine drivers—a well known instance of the kind exists on one 


of our Southern lines—and they confess that there ia an ex- 
citement and a charm that nothing can excel in the riding of 
the fire horse. It may be said of the engine-driver as of no 
other mortal man, “ He hath his way in the whirlwind and in 
the storm.”—London Radway News. 
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ELECTIONS AND APPOINTMENTS. | 





—At the annual meeting of the Pittsburgh, Washington & 
Baltimore Railroad Company in Pittsburgh, Pa., December 7, 
the following directors were chosen: Wm. 8. Bissell, G. L. 1 
Fetterman, Wm. Baldwin, Pittsburgh; George R. Dennis, 
Frederick, Md.; Mendes C hen, Wm. K. Riser, John Donnell 
Smith, Wm. H. Perkins, H. G. Vickery, F. Sisson, Charles 
Webb, Israel Coben, Baltimore. 

—The direct rs of the Pacific Mail Steamship Company have 
elected Mr. Francis A. Alexandre, President, in place of Rus- 
sell Sage, resigned, and W. H. Fogg a director, to fill Mr. 
Sage’s place on the board. 

—At the annual meeting of the Washington City, Virginia 
Midland & Great Southern Railroad Company in Alexandria, 
Va., November 80, Mr. John 8. Barbour was unanimously re- 
elected President, with the old board of direc’ors, as follows: 
K.C. Marshall, Fauquier County, Va.; 8. A. Coffman, Recking- 
ham County, Va.; Daniel IF’. Slaughter, Culpeper County, Va.; 
W. D. Hart, Albemarle County, Va.; R. A. Coghill, Amherst 
County, Va; W. C. Sims, Pittsylvania, County, Va.; W. G. 
Cazenove, C. 8. Suttle, Alexandria, Va.; C. M. Blackford, T. C. 
8. Ferguson, Lynchburgh, Va.; G. F. Pace, W. P. Clarke, Dan- 
forth, Va. The following stockholders were appointed the 
Examining Committee for next year: James M. Booker, J. M. 
Chapman, John G. Meem, Wm. H. Payne, W. P. Shepherd. 


—The new board of directors of the Connecticut Western 
Railroad Company has re-elected the old officers, as follows : 
President, William H. Barnum, Salisbury; Vice-President, 
George M. Bartholomew, Hartford; Treasurer, William L. 
Gilbert, Winsted; Secretary, George 8. Frink. 
—The following appointments have been made on the New 
York State Canals : Horatio Seymour, Jr., Assistant Engineer 
in charge of Eastern Division, Erie Canal; Patrick Kinney, 
Assistant Engineer, Champlain Canal. 

—Mr. T. D. Sheridan has been appointed Agent for the 
Grand Trunk Railway at Buffalo, N. Y. in place of J. R. A. 
Matthews, transferred to Bangor, Me. 


— At the annual meeting ot the Richmond & Petersburg Rail- 
road Company in Richmond, Va., last week, Frederick R. 
Scott was re-elected President, with the old board of directors, 
as follows: H. K. Ellyson, B. W. Haxall, Richmond, Va. ; Dr. 
T. W. Lassiter, Petersburg, Va.; R. R. Bridgers, Wilmington, 
N. C.; W. T. Walters, Baltimore. 

—Mr. O. 8. Lyford, formeriy of the Hannibal & St. Joseph, 
and at one time on the Erie, has been appointed General Su- 
perintendent of the Kansas Pacific and Teaver Pacific Rail- 
ways, in place of E. 8S. Bowen, who went to the Erie some 
months since. 


—At the annual meeting of the Bingham Canon Railroad 
Company in Salt Lake City, Utah, Nuvember 27, the following 
directors were chosen: George Goss, W. B. Welles, Salt Lake 
City; B. W. Morgan, Charles Lockhart, Pittsburgh, Pa.; C. W. 
Scofield, New York, The board subsequently elected the fol- 
lowing officers: C. W. Scofield, President; B. W. Morgan, 
Vice-President; W. B. Welles, Secretary and Treasure, George 
Goss, Superintendent. 


—At the adjourned meeting of the stockholders of the 
Northern Central Railway Company in Balt:more December 8, 
the following directors were chosen: 8. M. Shoemaker, George 
Small, M. B. Greensfelder, R, Oppenheimer, Baltimore; Wayne 
McVeagh, Harrisburg, Pa.; 8. M. Felton, Wistar Morris, Thom- 
as A. Scott, H. P. Borie, J. N. Hutchinson, J. C. Bullitt, Phila- 
delphia. The new directors are Messrs. Greenfelder, O pen- 
heimer, MeVeagh, Felton, Borie, Hutchinson and Bullitt, who 
replace W. Colder, A. Kapp, Henry Welsh, E. C. Biddle, J. M. 
Kennedy, B. F. Newcomer and-J. P. Jones. Subsequently 
Thomas A. Scott was chosen President in place of J. D. Cam- 
eron, and A. J. Cassatt a director in place of Colonel Scott. 


—At a meeting of the directors of the Evansville, Owens- 
boro & Nashville Railroad Company in Louisville, December 3 
President Weir and a number of the directors resigned and 
the following were chosen to fill the vacancies: President, 
Morris McDonald, New Albany, Ind.; directors, R. 8. Brevier, 
Robert Browder, James Weir, John G. Bai rett, Rudolph Fink, 
James Todd, J.J. Brown. The new directors represent the 
crediters of the company. 


TRAFFIC AND EARNINGS. 


—The earnings of the St. Louis & Southeastern Railway for 
October were: 1874, St. Louis Division, $83,665.53; Nashville 
Division, $48,199.50; total, $131,865.03. 1873, total, $122,567.79; 
increase, $9,297.24, or 75% per cent. 

—The anthracite coal tonnage of the lines given (whose 
year begins December 1) for the year ending November 30 
was as tollows: 











1874, 1873. Inc. or Dec. P.c. 

Philadeiphia & Reading....... 6,848,812 6,546,553 Dec, 197.741 3 
Schuylkill Canal,..........++.. 717,507 743,796 Dec. 26,289 314 
Lehigh Valley..........+++00+: 4,150,660 4,144,340 Inc. 6,320 0% 
Pennsylvania & New York.. .. 698,836 674,653 Inc. 24,183 35% 
BO csr ccccsvccncconcess 11,915,815 12,109,342 Dec, 193,527 154 


—The Buffalo Commercial Advertiser gives the following 
statement of the receipts of flour and grain at that city for the 
eleven months ending December 1: 
1874—- 1873 
Flour, vbls. Grain, bus. Flour, bbls. Grain, bus. 
By railroad......... 1,524,652 24,859,420 noreport. 20,302,500 
By Wake ..cccccccccce 1,311,402 54,967,637 1,080,463 65,190,365 











Totals... ...0. 2,836,054 79,826,057 1,080,463 85 492,865 
The railroads brought nearly 54 per cent. of the flour and 
over 31 pcr cent. of the grain this year, and about 24 per cent. 
of the grain last year. 

The shipments of grain eastward for the same period were: 








1874. 1873. 
By canal, bushels ie ae wl 49,944,497 50,854,076 
Be CUM 8 0 o:cineseabesddinsccsvsccccccosccsceeses 11,033,082 8,885,576 
DOES cccvrcceccccccssacesocccccveces . 51,977,579 59,737,652 


Rail shipments were about 21 per cent. of the whole in 1874, 
and 15 per cent. in 1873, 

—The earnings of the Michigan Central Railroad for the 
third week in November were: 1874, $128,051; 1873, $115,876 ; 
increase, $12,175, or 104% per cent. 

—The earniags of the Keokuk & Des Moines Railroad for the 
six months from April 1 to September 30 were : 


our the man woo rides the “* Flying Dutchman” must surely Earnings ($2,169 per mile) ecececs Peeerer ee eee rr reerrerrres) $349,195 20 
teel at times, if not always, ajoy of superhuman intensity by Expenses (64.66 per cent.). ......0+sseeeeeeeeeccecereeeees 225,786 78 
getting through space five timesas fast—ata greater rate of Net earnings ($766 per mile)........6.  ..ssssesseeees $123,408 42 
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the week ending November 13 were: 1874, £20,513; 1873, 
£21,493 ; decrease, £980, or 444 per cent. 

—The earnings of the Grand Trunk Railway for the week 
ending November 14 were: 1874, £45,400; 1873, £45,000; in- 
crease £400, or 08-9 per cent. 

_—The shipments of through freight east over the Central Pa- 
cific road during October were: San Francisco, 4,210 tons; in- 
terior points, 1,287 tons; total, 5,497 tons, or 550 car-loads. The 
principal items were: wool, 1,283 tons; tea, 652 tons; barley, 
578 tons; ripe fruit, 594 tons. 

—The earnings of the St. Louis, Iron Mountain & Southern 
Railway for November were as follows: 





1874. 1873. 
NED Sios sc cctdedcdeees © ccccccevecece «++ $ 81,200 $ 55,455 
SEIN 605 0 +c0cveveenserees ++ 253,700 130,631 
BSE GOD. 040008 cee scenes chenestesensnnenes 5, 13 842 
II 90's 0. 0er oc cnnonsapeeveneantanee~ oneece 10,160 9,694 
DOE ncce Sccwosgesenssaaccees soveesh ate oeees $350,860 $209,622 


Increase, $141,238, or 6734 per cent. 
—The number of freight cars passing through Indianapolis 
on the various roads centering in that city, as taken from the 
books of the different com»anies, for the eleven months end- 
ing November 30, was 657,497, which would make 21,917 trains 
of 30 cars each, an average of 66 trains daily. 
—The earnings of the Bingham Canon Railroad for the 
eleven months ending October 31, 1874, were: 
Earnings ($6,453 per mile).............06+ seceeee ss $103,247 39 
Expenses (39.43 per cent.) 40,711 76 


++ $62,535 63 


Net earnings ($3,909 per mile) .........sceceesees 
The road carried 60,165 tons of freight. 


—The tonnage of anthracite coal over the lines given for the 
eleven months ending November 28 was as fojlows: 








1874. 1873, Inc, or Dec. P. c, 

Del., Lacka, & Western..... 2,351,911 2,859,946 Dec. 508,035 1734 
Lehigh Div., Central of N. J. 2,659,720 2625.817 Dec. 66.097 214 
Dela. & Hudson Canal Co... 2,173,531 2,619,868 Dec. 446,337 17 
Pa. Coal Co., by Erie Ry.... 1,214,734 1,139,390 Inc. 175,344 654 
Shamokin Div., Northern 

Central .... ..........-. 550,138 595,398 Dec, 45,265 175; 

OU: 040 0b6e stances 8,850,029 9,840,4 9 Dec. 990,390 10 1-16 


—The coal tonnage of the Pennsylvania Railroad for the 
cleven months ending November 28 was, coal, 3,103,947 tons 
(2,240 pounds); coke, 442,764 tons; total, 3,546,711 tons, or 
354,671 car-loads, equal to 8,867 trains of 40 cars each. 

—The earnings of the Richmond & Petersburg Railroad for 
the year ending September 30, 1874, were : 
Earnings ($5,889 per mile)..........ceccsccscccccscees -» $147,220 15 
Expenses .63.95 per cent.)........02 sescccccccccceccceces 94,152 86 


Net earnings $2,123 per mile)........ ssccscceessecce $53 ,067 29 


—The tonnage of bituminious coal over the lines given for 
the eleven months ending November 28 was as follows : 





1874. 1873. Inc. orDec, P. c. 
Huntington & Broad 
egret 279,000 435,366 Dec. 156,366 35% 
Clearfield coal over Ty- 
rone Div., Pa. R. R. 610,127 564,769 Inc. 45,358 8 
Pa. & N. Y., (twelve 
months)............ 292,709 288,053 Inc. 4,656 1% 
Tees. ccvcces 1,181,836 1,288,188 Dec, 106,352 8% 


—The tonnage of Cumberland coal over the various lines for 
the eleven months ending November 28, was as follows : 





1874, 1873, Inc.,orDec. P.c. 
Baltimore & Ohio..... 1,292,555 1,468,040 Dec. 175,485 12 
Chesapeake & Ohio 
| 751,127 772,144 Dec, 21,017 2% 
Bedford Div.,Pa.R.R. 64,644 101,883 Dec. 37,239 3634 
OMEN. 356 ehwewses 2,108 326 2,342,067 Dec, 233.741 10 


—The following companies have thus far reported earnings 
for November: 


1874. 1873, Inc, Dec. P.c. 
Atlantic & Pacific...... $406,900 $397,485 $9,415 ..... ° 2% 
Bur., Cedar Rapids & 

MIDE . n00 opscccnnaece 09,536 105,430 4,106 3% 
Central Pacific -.++- 1,314,000 1,228,751 85,249 
Chicago, Dan. & Vin- 

COBNOB..62 s:0vsee 71,193 64,230 GBEB acces 10% 
Cleve., Col., (in. & Ind. 336,748 320,266 16,482 1 
Illinois Central........ 642,238 636,039 6,199 
Marietta & Cincinnati. 186,995 160,488 26,507 
Mobile & Ohio......... 287,845 236.635 51,210 
Ohio & Mississippi.... 209,597 265,242 44,355 
St. Louis, Alt. & T. H., 

SDs 00 r<nncenes 111,645 89,844 21,801 ...... 24% 
St. Louis, Alt, & T. H., . 

SD a secacceesns 46,787 42 042 4,745 11% 
St. Louis, Iron Mt. & 

PII. oe sesconesi 350,860 209,622 141,238 =... 67% 
Toledo, Peoria & War- 

ERG ae 73,802 82,596 =... oe $8,794 1054 
Toledo, Wabash & West- 

ee ee ee 403,319 369,605 33,714 9% 


—The earnings of the Central Pacific Railroad,for Novem- 
ber were, 1874, $1,314,000; 1873, $1,228,751; 1872, $1,293,957, in- 
crease, 1874 over 1873, $85,249, or 7 per cent.; increase, 1874 
over 1872, $20,043, or 144% per cent. 

For the eleven months ending November 30 the earnings 
were: 1874, $13,138,903; 1873, $12,803,027; 1872, $11,886,969; in- 
crease, 1874 over 1873, $335,876, or 25% per cent.; increase, 
1874 over 1873, $1,251,934, or 104% per cent. 

—Chicago receipts for the week ending Dec. 5 show a de- 
crease of 6 per cent. in flour, 48 per cent. in wheat, 22 per 
cent. in oats, and 4 per cent. in live hogs, and an increase of 
18 per cent. in dressed hogs and 43 per cent. in cattle com- 
pared with the receipts for the corresponding week of last 
year, 

—Grain receipts at the six Western lake ports, St. Louis and 
Peoria for the week ending Nov. 28 were 2 per cent. greater in 
flour, 30 per cent. less in wheat, 100 per cent. greater in corn, 
and 20 per cent. less in corn than for the corresponding week 
last year. 

—For the period from Aug. 1 to Nov. 28 the receipts at the 
six Western lake ports, St. Louis and Peoria, were 2,079,531 
barrels of flour and 62,290,252 bushels of grain of all kinds in 
1874, against 2,164,702 barrels of flour and 76,046,781 bushels of 
ae in 1873, showing a decrease of 4 per cent. in flour and 

8 per cent, in grain. 

—The receipts of grain of all kinds and flour at Baltimore 

for the eleven months ending November 30 were: 


1874. 1873. Increare. P.c. 
Grain, bushels........ ... 9,836,098 17,495,706 2,340,392 31% 
Flour, barrels..........000+ 1,441,170 1,236,989 204,181 16% 


—The receipts of tolls on the Erie Canal at Buffalo from the 
opening of the season to December 1 were: 1874, $1,196,360; 
1873, $1,415,494; decrease, 219,134, or 15% per cent. The 
number of boats cleared was: 1874, 7,628; 1873, 9,061; de- 
crease, 1,433, or 15% per cent. 


_ ~The number of hogs packed in the West from Nov. 1 to 28 
is reported at 1,786,466 in 1874, against 1,823,702 tor the same 
time last year, 1,189,760 in 1872 and 1,423,595 in 1871. Chicago 
this year has packed three times as ‘many as any other place, 
Louisville standing second and Cincinnati third. - 
—The petroleum exports of the United States for the period 
from Jan. 1 to Nov. 28 were 217,294,816 gallons in 1874, 223,- 
120,592 in 1873, 185,929,341 in 1873, and 145,072,961 in 1871. 








—The production of anthracite coal from all regions for the 
week ending Nov. 21 was 455,320 in 1874, against 380,623 tons 
last year, and from the 1st o: January to the 21st of November 
the total production was 17,614,652 tons this year and 18,244,- 
468 tons last, showing a decrease of 629,816 tons, or less than 
3% per cent. 








PERSONAL. 


—Mr. Russell Sage has resigned his position as Presideut of 
the Pacific Mail Steamship Company. 

—Mr. Charles N. Talbot, a retired New York merchant of 
some wealth anda member of the board of managers of the 
Delaware & Hudson Canal Company, died recently. 


—OCol. James W. Robertson resigned his poatiee as General 
Superintendent of the Macon & Brunswick Railroad, December 
1 


. 


—Col. Samuel B. Thomas, a well-known railroad man and 
wealthy citizen of Elizabethtown, Ky., died at the Galt House, 
in Louisville, Ky., December 3. 


—The civil engineers connected with the Eastern Division 
of the New York Central & Hudson River road (Albany to 
Syracuse) celebratea the close of the active work of the season 
bya supper at Albany, November 30: About 20 were present 
and the supper and following speeches were highly enjoyed by 
those present. Speeches were made by Chief Engineer ©. H. 
Fisher, Division Engineer 8. C. Wurtele and others. It was 
resolved that the supper be repeated each year, near Thanks- 
giving time. It was also decided to holda union supper, at- 
tended by the engineers of both divisions, at Syracuse, on 
some evening about New Year’s. 


THE SCRAP HEAP. 
Railroad Manufactures. 


The Manchester (N. H.) Locomotive Works are running on 
orders for a number of engines from the Intercolonial and 
Northern Cotonization roads in Canada, 

The Wason Car Company of Springfield, Mass., has taken a 
contract to build 70 cars for a railroad in South America. This, 
with the large contract recently taken for the New Jersey 
Central, will keep the shops busy for some time, The force 
employed is to be increased to 600 men. 

Gilbert, Bush & Co., of Troy, N. Y., have been building 
some passenger coaches for the Canada Southern road. 

The Beverly (Mass.) Machine Works are building a lot of 
contractor’s steam shovels, tor M. D. Marcy, of Worcester. 

The rail mill of the Rensselaer Lron Works at Troy, N. Y., 
was to start > last week with the old hands if they choose to 
return to work under the reduction; without them if they de- 
cline so doing. 

The puddling department of the Philadelphia & Reading 
Railroad Company’s rolling mill, at Reading, Pa., will prob- 
ably run full time all winter. The rail mill will only run one- 
half or one-third time. 

The Lochiel Iron Works at Harrisburg, Pa., have started up 
and are running full time. 

The Rome (N. Y.) Sentinel says of the suspension of the iron 
works at that place: “ Work at the merchant iron mill is sus- 
pended, we hupe only for a brief season. The suspension is 
not the result of a strike, as the relations between the superin- 
tendent and the Va ae ees are of the most pleasant character, 
but the relations between these employees who are Union men, 
and other Unions, have made this suspension seem advisable 
to them. Itisin some respects a singular angeeme, but is 
foriunately marked by no ill-will and will probably prove but 
temporary.” 

The Southwestern Car Works at Jeffersunville, Ind., recently 
oe 30 freightcarsto the Chicago, Denville & Vincennes 
road, 

The Indianapolis os! 
hundred tons of iron rails fo’ 
Western road. 


Durable Iron Rails. 

The Davenport (Ia.) Gazette says that iron rails were re- 
cently taken up from nine miles®f the Rock Island road, be- 
tween Summit and Wilton, Ia., which were laidin 1562 and 
have been continuously in service for the 12 years. Steel 
rails have been substituted for the iron. 


Train Tools. 

The llinois Railroad Commissioners have sent out the fol- 
lowing circular to all companies in the State : 

** Your attentian is cal.ed to section 34 of an act of the Leg- 
islature, approved Marca 31, 1874, and in force July 1, 1874, 
Revised Statutcs, page 813, which is as follows : 

* «That every railroad corporation shall furnish each car 
used for the transportation of passengers with one woodman’s 
axe, one handsaw, one sledge hammer and two leather buck- 
ets, said articles to be kept in good repair, reidy for instant 
use, in some convenient place in each car, and easy of access 
in case of collision or other accident.’ 

“It ped company has not already or with the provis- 
ions of this law, we trust the subject will receive your 1mme- 
diate attention, so that no occasion may be had for a resort to 
the courts to enforce the penalties therein prescribed,” 


Prices of Rails in November. 

Bigelow & Johnston report foreign iron at $49 to $50 gold, 
and American iron at $50 to $55 currency ; foreign steel nomi- 
nal, and American steel at $75 to $80 per ton; old rails at $29 
to $29.50. There were no imports of iron and only 24 tons of 
steel at the port of New York during the month, and during 
the eleven months ending with December the imports of 
iron were 0 tons against 41,449 last Fg and of steel 68,509 
tons, against 87,761 tons last year, The imports of steel have 
been about enough to supply 700 miles of ordinary road. The 
firm say: 

** New Roils.—The season for inland navigation and for work 
on railroads being nearly over, the business of the past month 
has been very ligitt, and a foreshadowing of the usual winter’s 
inaction. About 1,000 tons 56 lb. English were sold at $4914 
gold, thus reducing the available stock of foreign make to a 
few thousand tons. For American there are numerous inguir- 
ies, but the doubts surrounding all bonds of unfinished roads, 
and the paucity of cash resources with nearly all, form a fatal 
barrier to successful negotiation. For s/eel the indhiries are 
fitful but the prospects o- The Canadian government have 
lately contracted for 30,000 tons for 1875 delivery, at about $54 

old, delivered at Montreal. In this market the import of 

nglish-made Bessemer rails has nearly ceased, the present 
duty of $25.20 per ton being pees _——. 

“Old Rails.—Very little has been done during the past 
month and our quotations are nominal.” 
British Rail Exports. 

The Board of ‘rade returns show that the total exports of 
railroad iron from Great Britain in October were 67,542 tons 
in 1874 against 74,873 in 1873; and for the ten mouths ending 
in October they were 705,537 tons in 1874 and 666,469 in 1873. 
The exports to the Uni States were, for October, 6,172 tons 
this year against 8,064 in 1873, and 91,626 tons for the ten 
months against 160,036 in 1873. In the total exports there has 
been an increase of 6 per cent.; in the exports to the United 
States a decrease of 43 per cent. 


Aluminum for Engineering Instruments. 








Mills have an order for several 
r the Indianapolis, Bloomington & 





Mr. 8. B, Clevenger recommends in Van Nostrand’s Maga- 


zine the use of aluminum as the metal of engineer’s instru- 
ments, its great recommendation being that an equal bulk 
weighs but one-fifth as much as brass, an ordinary transit 
weighing eleven pounds in brass weighing but three pounds 
in aluminum, and within the limits of practicable weight 
such instruments could be made very much larger and more 
accurate than in any other metal. Aluminum costs about 
half as much per poet as silver, does not rust or tarnish so 
easily as brass. . Clevenger says: “It combines the duc- 
tility and malleability of pos ned with ee 
strength of steel (it is placed by some as 1) 
with the lightness of chalk. 


more than the 
times stronger) 


»” 








OLD AND NEW ROADS. 


Tubular Transit Oompany of Staten Island. 

A meeting was held in New York recently to arrange for 
completing the organization of this company. The proposed 
route of the road is from the New Jersey Central near Bergen 
Point, passing under the Kill von Kull by a tunnel to Tomp- 
kinsville on Staten Island, thence along the north shore of 
the island to a arias opposite Elizabethport, whence one branch 
of the line will pass under Staten Is and Sound by a tunnel 
and then to a junction with the Pennsylvania near Elizabeth 
The other branch will continue along the shore to Tottenville, 
and then cross by another tunnel to Perth Amboy, connecting 
with tae Easton & Amboy. The company purposes also to 
establish extensive docks and a coal depot on Staten Island. 
Ohicago & Pacific. 

Mr. Warren Colburn, the commissioner appointed by the 
Court in the matter of the grade crossing over the Chicago 
& Nortwestern at Eigin, Ill., has made his report. He de- 
scribes the place chosen for the crossin » Which is 4.2 miles 
from Elgin and at a point where the Northwestern passes 
through a cut 20 feet deep, making a grade crossing peculiarl 
dangerous. A better place could have been found about half 
a mile distant. He makes a careful calculation of the expense 
caused by the grade crossing and arrives at the following con- 
clusions : 

1. Extraordinary danger would arise from a grade crossing 
atthe point chosen, which, however, could be avoided by a 
change in Iccation at a cost of abont $5,000. 

2. A grade crossing would damage the Northwestern about 
$16,000 and the Pacific $2,000 per year. 

3. A loss will be caused by detention of traffic and probable 
accidents. 

4. The Ginpe & Pacific track can be raised enough to pass 
over the Northwestern, but the track of the latter cannot be 
lowered more than two feet. 

5. The cost to the Chicago & Pacific of an elevated crossin 
would be $28,234, or $19, in excess of the present line, ana 
as the present line will probably be laid for temporary use, the 
total excess will be about $39,092. 

The Court has made no order, a suggestion being made that 
the Chicago & Pacific might run for a short distance on the 
Northwestern track, thus avoiding stoppages. Testimony on 
this point was ordered to be taken. If allowed, however, this 
will be only a temporary expedient, and an elevated crossing 
will most probably be ordered for permanent use. 

The Court subsequently made such an order allowing the 
Chicago & Pacific to enter and run on the Northwestern track 
a short distance, the details to be arranged by the engineers 
of the two companies and each company to keep watchmen at 
the points of intersection. This arrangement is to continue 
until April 1, 1875, unless otherwise ordered by the Court. 
Erie. 

In London, December 2, Mr. McKenna, a stockholder, ob- 
tained an injunction in Chancery restraining the company or 
its agents trom applying money raised by hypothecating boads 
of the second consolidated meg yo loan toward paying the 
December coupons. The case was to come up again December 
11. The Cour ory gy dissolved the injunction, 

In the Angell suit in the New York Supreme Court, Judge 
Westbrook has some John L. Lawrence Referee to take 
og en as to the facts upon which the temporary injunction 
18 based, 

Another somewhat similar suit has been brought by the ex- 
ecutors of John Arnot as holders of 250 shares of Buflalo, New 
York & Erie stock. They ask fur the . 4 we of a receiver 
to hold the 5.000 shares belonging to the Erie, and for an in- 
junction to restrain the Krie from voting on that stock. An 
order to show cause was granted. The complaint alleges that 
the Erie management has violated the lease of the Buffalo, 
New York & Erie road aud is seeking to eee a mortgage for 
$10,000,000 on that road to the injury of the stockholders. 

The injunction in the Arnott suit has been so modified as to 

ermit tae payment of interest on 202 of the new Buffalo, New 
Vork & Erie bonds which have been issued in exchange for old 
bonds and to allow the payment of old bonds which have be- 
come due in any manner except by exchange for the new 

onds, 


Chesapeake & Ohio. 


A nuvnber of the employes in the shops at Huntington, 
W. Va., struck December 1, ard refused to allow any trains to 
leave except an engine and one car with the mails. The strike 
is for back wages, three or four months’ pay being due. 

The delay of trains lasted only 24 hours. The strikers were 
paid off and discharged, and there has been no further 
trouble, 

The stockholders met in Richmond, December 38, and ad- 
jeunes until December 23, without electing directors, the 
President’s annual report not being ready. 

The Richmond Hnquirer of December 2 says: “The Chesa- 

eake & Ohio Railroad Company are now prepared to offer re- 

uced rates to shippers over this line. A tariff has been made 
reducing the rates 50 per cent. to points on the Ohio River 
and west ot Kanawha Falls, and under the tariffof the Balti- 
more & Ohio Railroad, By this means it is expected to com- 
mand a trade that has hitherto gone to Baltimore and Cincin- 
nati. The company has also affected an arrangement with the 
Baltimore & Ohio road by which they can give through rates 
to one station on the Valley Railroad and the main line. 


Richmond & Petersburg. 


At the annual meeting in Richmond, Va., last week, a reso- 
lution authorizing the issue of a new mortgage to cousolidate 
the debt of the company, limiting the total funds and liabili- 
ties to $400,000, was adopted by the stockholders. 


Buenaventura & Oauca Valley- 

English journals of the 21st of November have advertise- 
ments asking for subscriptions to a loan of £600,000 of 7 per 
cent, first mortgage bonds of this company, the intcrest on 
which is guaranteed by the United States of Colombia, secured 
by hypothecation of its customs revenues. The subscription 
price is 75 per cent. of the face of the bonds. This company, 
we believe, tirst had its headquarters at Peoria, [ll., where 
several rai'road men and others had an interest in it ; but was 
reorganized at New York. The advertisement says that con- 
siderable progress has been made on the first 25 miles of the 
line, which is to begin at the port of Buenaventura, on the 
Pacific, eastward over the mountains to the west side of the 
river Cauca, which has its outlet in the Carribean Sea. r. 
Charies Dougias Fox, of the London firm of Sir Charies Fex 
& Sons, is the engineer of the railroad. A contract has been 
made tor its completion within three years. A mule road 
over the mountain, which is said to have ccst the govern- 





ment $1,000,000 is transferred to the company. The popula- 
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tion to be served is chiefly in the Cauca valley, which has 
now a river outlet to the Atlantic coast through the Republic 
of Ecuador, which agperenry, must be cheaper than railroad 
carriage over the Andes can possibly be. : 

A correspondent of one of the journals in which this adver- 
tisement appears calls attention to the fact that the United 
States of Colombia has not the interest on its bonds 
iseued in 1868 since July 1, 1 nor redeemed the proportion 
of them which it promised to do, so that its guarantee will not 
be likely to have much vaiue. 


The Oampaign for Government Subsidies. 

A Washington corresponcent of the New York Times says: 

“A powerful combination exists in the lobby, according to 
report, in the union of the interests of the Northern Pacific, 
Southern s/acific, Atlantic & Pacific Railroads, and the cotton 
tax refund, There are many elements for combination amon 
these enterprises. The ton tax people are all desirous o 
haying the Southern Pacific Railroad completed, because they 
think it would aid the rapid development of a portion of the 
South, pe heeen. the State of Texas. The railroad, for the 
sake of securing the guaranty of its bonds, wili assist the re- 
fund of the cotton tax. The Atlantic & Pacific Railroad is 
more anxious to secure a subsidy of land in the Indian Terri- 
tory than to secure an extension of its line beyond the Indian 
country. To secure this the company is willing to unite with 
the Southern Pacific at Santa Fe for one line west from that 
»oint to the Pacifie coast. The Northern Pacific has nothing 
fo concede, and no interests in common with other parties, 
but will simply exchange its influence in Congress, placing 
its legislative capital in the common fund. There has not 
been for many years really so much chance for the success of 
these schemes as this winter, and the tight sgainst them must 
be constant and unsparing, or they threaten to prevail.” 


Valley, of Ohio, 

This company gives notice that all its scrip will be paid on 
presentation at the office in Cleveland, O., and interest on the 
scrip will cease after December 7. All subscribers to the capi- 
tal stock any part of whose ae yew are yet unpaid, are 
notified that interest will hereafter be charged on the unpaid 
assessments from the time they become due, and if such as- 
sessments are pot paid by December 15, legal proceedings will 
at once be resorted to to enforce payment. 


Western Maryland. 

The Baltimore & Western Maryland Company, which made 
a proposition to the City Council ot Baltimore a month ago 
offering to buy this road on certain conditions and to extend 
it to Johnstown, Pa., and otherwise improve it, has withdrawn 
its proposition. The reason assigned is that it had not been 
received by the public or the = authorities with the favor 
that had Coon anticipated. This action ends the matter for 
the present. 


New York Elevated Railroad. 

The bill authorizing the extension of this road to the Cen- 
tral Park has been vetoed by the Governor of New York, In 
yo doing the Governor calls attention to the fact that the 
rights of the company are contested by the West Side Elevat- 
ed Railroad Company, and while those rights are in cayee 
and in course of judicial investigation he deems it unjust for 
the Legislature to pass such an act. He makes, besides, other 
objections. 


Illinois Central. 

The Land Department reports for November sales of 5,504.44 
acres of land for $87,783.47. Cash collections for the month 
were $34,997.09. 

The Traffic Department reports November earnings as fol- 
lows: 











4. 1873. 
In Illinois, 707 miles........+.. eeceeeesses $490,093.50 $484,207.32 
In Lowa, 402 miles +++ 152,144.60 15) 832,15 
Total, 1,109 miles........0...+ eeeeee $642,238.00 $626,039.47 


This shows an increase of 14% per cent, in the-Llinois earn- 
ings, of 0.1-5 per cent. in the Lowa earnings and of 0,15-16 per 
cent. in the total earnings. 


Connecticut Central. 

The location of this road from East Hartford, Conn., north 
to the Massachusetts line has been submitted to the Railroad 
Commissioners. The contractors are ready, and as soon as 
the location is approved work will be begun at Broad Brook. 


Petersburg. ; 

In a suit brought against this company in a Maryland court 
certain cars belongin ; to the company were attached while in 
Maryland, and on the Baltimore & Potomac road. The com- 
pany seeks to have them released because they are covered by 
mortgage and because it claims that the cars could not law- 
fully be attached under the circumstances. The case is of 
much interest as as whether cars running on 
through lines can be attached when away from their own 
roads. 


Oalifornia Pacific. 


In the bankruptcy suit begun by the bondholders the com- 
pany has put in an objection to the jurisdiction of the Court, 
and also to the constitutionality of the law under which suit is 
brought. It is also alleges that it is the California Pacific Ex- 
tension Company and not the California Pacific which is in- 
debted to the complainants, and that the suit should be brought 
against that company. 


Mobile & Alabama Grand Trunk. 


Arrangements have been made to return to the State of 
Alabama all the bonds bearing its indorsement, under the pro- 
visions of the law of 1873, which will entitle the company to 
$4,000 per mile in State bonds, Agreements have, it is said, 
been made which wiil secure the immediate extension of the 
road from the present terminus on the Tombigbee River north 
about 70 miles to the crossing of the Alabama Central road, 


New York & Oswego Midland. 


Mr. Hewitt, the Receiver, has written a letter, to correct 
some erroneous impressions which, he says, are current in the 
community with respect to the road. During the first year of 
his receivership the road was run, he says, at a loss amount- 
ing in the aggregate to over $300,000. Of this sum, however, 
over $100,000 was expended for construction purposes, and the 
result is that the road is now in much better order than when 
it came into the hands of the Receivers. It is now no longer 
runat a loss; on the contrary, the earnings are equal to the 
expenses, and were it not for the floating debt accumulated 
during the past year, there would be no trouble in keepin 
it permanenty available for public use. There woul 
be little trouble, however, im carrying this until it can be paid 
frem earnings or until the is sold, but the Receivers are 
threatened by another difficulty. This is the taxes assessed 
uron the road under the act of the last Legislature authorizing 
its taxation. The amount is about $100,000, and there are ab- 
solutely no means to pay it, and it attempts are maze to collect 
it the Receivers will be compelled to close the road. 

‘The Utica Herald says, in commenting on this letter : 

‘In this connection, itis not improper that we should state 
that a conviction has arisen in the minds of many interested 
in the Midland, that the Receivers are running it in the in- 
terest of speculators, with a view of depleting it so completely 
that it will fallan easy prey to them upon foreclosure sale. 
This suspicion may do great injustice to the Receivers. It is 
chiefly based, we believe, upon their management of the trains. 








They leave the termini at unseasonable hours, upon time-tables 
apparantly arranged to incommode and drive away passenger 
traffic. Untillately no passenger coaches at all were run over 
the main line. Disgusted patrons were crowded into filthy ca- 
bouses, and the time-tables gave no clue as to the time when 
one might reach his destination. The protest of the people 
has lately induced the Receivers to restore the passenger 
coaches. But other indications of mismanagement remain as 
conspicuous as ever. 

“We are informed that there is no reason to expect the 
foreclosure and sale of the railroad earlier than next July. The 
efforts of the first-mortgage bondholders to agree upon a plan 
of reorganization have thus far resulted only in new difficulties 
and complications, to which there is no visible end, The ear- 
her steps toward reorganization were neutralized through the 
maneuvers of the speculators who hold the junior securities of 
the road. To secure their rights as against these speculators, 
the first-mortgage bondholders may be obliged to resort to 
the law. New troubles seem to beset the Midland, and all 
concerned with it, at every step.” 


Portland Railroad Matters. ; . 

The committee ot the Portland (Me.) City Council to which 
the matter was referred has made a report recommending the 
purchase of Galt’s Wharf at a cost of $8,000 and its improve- 
ment ata further cost of $50,000, for the use of the Grand 
Trunk road and the ocean steamers, The Grand Trunk agrees 
to build an elevator and sheds and to make Portland the dis- 
tributing point for Maine and eastern New England, 


A Daring Train Robbery. 


About 3 o’clock on the afternoon of the 8th, when the east- 
bound express on the Kansas Pacific was near Muncie, Kan., 
eight miles west of Kansas City, it was signalled to stop. On 
stopping five armed men took possession of the engine and 
express car, ran them some distance ahead, and robbed the 
express safe of about $32,000. The party then rode off. Re- 
wards amounting in all to $17,500 have been offered for the 
capture of the robbers. 


Northern Central, nae , 

At the adjourned meeting in Baltimore, December 8, to re- 
ceive the report of the Committee appointed last Spring to 
negotiate for a lease to the Pennsylvania Railroad Company, 
two long reports were presented, neither signed by a majority 
of the committee. After a long discussion both reports were 
laid over to the regular annual meeting in February next. 


Kent Oounty. 


The road has been leased to Mr. J. M. Hood, formerly Super- 
intendent of the Queen Anne’s & Kent, who contracts to oper- 
ate it until the sale. As soon as the lease can be prepared the 
running of trains will be resumed. 


Logansport, Orawfordsville & Southwestern. 

This company is laying down a connection with the track of 
the Detroit, Eel River & [linois road at Logansport, Ind. As 
soon as the track is completed trains will be run through from 
Toledo to Terre Haute and possibly to St. Louis by this route. 


New York Central & Hudson River, 


The new tracks from Albany to Syracuse are now in full use. 
Passenger trains use the two south and freight trains the two 
north tracks, giving one old and one new track to each class of 
trains. 

The working time in all the shops is now eight hours daily, 
this reduction in time being in addition to the reduction in 
force made recently, 


Hudson Tunnel Railroad. 

The company has commenced legal proceedings to condemn 
the land on which the shaft for the east end of the proposed 
tunnel is being sunk, at Hoboken. The land belongs to the 
Delaware, Lackawanna & Western Company. 


Springfield & Northwestern. 

This road was formally opened through to Springfield De- 
cember 8, and regular trains are nowrunning from Springfield, 
Ill, to Petersburg. 


North Wisconsin, : ‘ 

The my pee of the first agction of 40 miles of this road was 
celebrated November 28 by an excursion over the line, a num- 
ber of invited guests being present. The terminus 18 literally 
in the woods, there being only a single house near it, 


New Orleans, Mobile & Texas, 

The foreclosure sale of the line west of the Mississippi was 
made subject to a bill in equity now pending in the United 
States Circuit Court in which Mr, Charlies Morgan is plaintiff, 
and to a judgmentin favor of the State of Louisiana for $700,- 
000 guaranteed bonds. 


Pennsylvania—New York Division. 


Work has begun on the new bridge over the Delaware at 
Trenton, which is to replace the present structure. 


Baltimore & Ohio. | 

The order permitting the Chicago Division to cross the 
Michigan Central at grade at Lake, Ind., was, it appears, 
only intended to be temporary. Judge Drummond of the 
United States Circuit Court has appointed a commissioner to 
examine the crossing and to report if it 1s practicable to sub- 
stitute one atove or below grade and also the probable ex- 
pense of the changes in one or both roads required to make 
such a crossing. 

Pullman cars now run through regularly between Baltimore 
and Chicago. 

The transfer of the East Alexandria Branch from the Wash- 
ington City & Point Lookout Company has been completed. 
The branch extends from Hyatisville, Md., to Marbury Point 
opposite Al xandria and is 124% miles long. The consideration 
paid was $20,000, and the Baltimore & Ohio assumes an issue 
of $500,000 bonds, which it had already guaranteed. 


Pennsylvania. 

A meeting was held in Philadelphia, December 2, of a com- 
mittee of citizens seen to the erection “of the proposed 
stuck-yards and slaughter-houses of this company on the west 
bank of the Schuylkill, above Market street, in West Philadel- 
= A letter was received from President Scott stating that 

he site had long been selected and that he had been instruct- 
ed by the board of directors to say that contracts had been 
made for the erection of stock-yards. The company did not 
believe fhat they would be prejudicial to public health and 
would therefore proceed with the work. 

The committee resolved to employ counsel to act at once 
and test the right of the company to use the site chosen for 
van joses at variance with the convenience and health of the 
public. 

The work of grading and preparing the ground has been 
begun, and a considerable force is employed on it. 

Valley of Virginia. 

Mr. C. A. Davidson, the Rockbridge County director in this 
company, has a made a statement of its affairs to the Lexing- 
ton (Va.) Gazelle. He says that the cash subscriptions to the 
stock were $2,095,000, bond subscriptions $1,105,000, makin 
$3,200,000 in all. The city of Baltimore and the Baltimore 
Ohio Railroad Company have each paid into the treasury of 
of the Valley Railroad Company tae sum of $1,000,000 cash ; 
the County of Rockbridge has paid $315,000 in bonds ; the 
county of of Botetourt has paid $60,000 in bonds; the city ot 
Staunton has Baas $75,000 in bonds, and the town of Lexington 

? 





has paid $18 in bonds. 
The money nas been expended as follows: The road from 





Staunton to Harrisburg cost $1,343,851.25; work to the amount 
of about $907,000 has been done between Staunton and Salem; 
between $100,000 and $200,000 have been expended for the 
right of way between Staunton and Salem, and a large amount 
for engineering and other expenses. 

In order to pay these expenditures, the whole of the $2,0C0,- 
000 in cash, $126,000 of Rockbridge bonds, $60,000 of Bote- 
court bonds, and $75,000 of Staunton bonds have been used. 

The company still owes the contractors about the sum of 
$350,000 for work done in October and November, and for 
reservation. 

The company still has in its treasury $189,000 in Rockbridge 
bonds and $18,000 in Lexington bonds; and has subscriptions 
in bonds from the counties, etc., still unpaid to the amount of 
$637,000. 

In view of the fact that the cash subscriptions were ex- 
hausted, and that the present was not a favorable time to ne- 
gotiate the mortgage, the Board of Directors deemed it best 
to give notice for the suspension of the work by December, 
with the hope of being able to resume in the Spring. 


New Jersey & New York. 


The track is laid to Haverstraw, N. Y., 16 miles north of the 
old terminus at Spring Valley. The road is being tinished 
up, and will be ready tor use in a short time. The new equip- 
ment is nearly comyleted, some of it baving been already 
delivered. 


Oentral Pacific. 

Mark Hopkins and 8. W. Sanderson, trustees under the land 
mortgage, advertise that they hold $500,000 in go:d coin, with 
which, in accordance with the teims of the mortgage, they 
propose to redeem such bonds as shall be offered at the lowest 
price, provided the same is at or below par. They will receive 
sealed proposals for the surrender of bonds at their office, 
corner Sovonah and Fourth street, San Francisco, Cal., until 
December 15. 


Meetings. 

The tollowing companies will hold their annual meetings at 
the times and places given: 

Chesapeake & Ohio (adjourned from December 3), at Rich- 
mond, Va., December 23. 

Long Branch & Sea Shore, at Long Branch, N. J., Janu- 


ary 6. 
Baltimore, Hampden & Towsontown, in Baltimore, Decem- 
ber 16, 


Dividends. 

Dividends have been declared by the following companies : 

Consolidation Coal Company (which owns the Cumverland 
& Pennsylvania Railroad), 4 per cent., semi-annual, payable 
January 2. 

New York, New Haven & Hartford, 5 per cent., semi-annual, 
payable January 1. 

Tew York Central & Hudson River, 2 per cent., quarterly, 
— January 15. 

ew York & Harlem (New York Central & Hudson River les- 

see), 4:per cent., semi-annual, payable January 2, 


Pittsburgh, Washington & Baltimore. 

At the annual meeting in Pittsburgh no report was pre- 
sented, owing to the shortness of the time since the close of 
the fiscal year. The stockholders voted to change the year so 
that it should end September 30 instead of October 31, and 
adjourned to meet February 3. 


West Pennsylvania. 

‘he Court having refused to grant the Columbia Conduit 
Company an injunction to prevent violent interference with 
its pipe line where it pass.d under the West Pennsylvania 
track, the pipe was torn up, December 4, by a large force of 
Pennsylvania employes, who have since held possession of the 
ground, 

The refusal of the injunction was based on alleged informal- 
itie. in the charter of the Conduit Company. Thereis no pre- 
tense that the pipe interfered in any way with the track of the 
railroad, 


Indianapolis, Bloomington & Western. 

A meeting of stockholders was to be held in Indianapolis 
December 9, to consider the condition of the company. 

The second-mortgage bondholders’ committee requests 
bondholders to forward powers of attorney to foreclose the 
mortgage to the committee before January 2. 


Tilinois Midland. 


The agreement for the consolidation of the Paris & Decatur, 
Paris & Terre Haute and Peoria, Atlanta & Decatur roads hav- 
ing been approved by the stockholders of all the companies, 
deeds have been recorded in all the counties through which 
the road passes. The name of the consolidated companies is 
the Illinois Midland. 


Bucksport & Bangor. 

The track is laid to Bangor, Me., 19 miles from the southern 
terminus at Bucksport. The bridge over the Penobscot has 
been completed and connection made with the European and 
North American rvad, 


Fort Scott & Southeastern. 

An officer of the company informs us that during November 
7% miles of track were laid on this road from Fort Scott, Kan., 
southeastward. ‘ 


Erie Oanal. 

The canal was closed for navigation by order of the Com- 
missioners, December 5. For the first time in a number of 
)ears itremained open until the day fixed, the ice havirg 
usually anticipated the time appointed by the board, 


Mount Sterling. 

Arrangements have been made with a committee from Cyn- 
thiana, Ky., for the commencement of work on this road an 
for its extension to Cynthiana. It is now agreed that the 
roadis to be pushed through to the coal mines, £0 miles south of 
Mount Sterling, at once, after which the line from Mount Ster- 
ling northwest to Cynthiana, 32 miles, will be built. 


Keokuk & Mount Pleasant. 

It is proposed to cuild a narrow-gauge road from Keokuk, 
Ia., north to Mount Pleasant, a distance of about 45 miles. 
The projectors intend to buy the iron and equipment now in 
use ty the contractors on the Des Moines Rapids improve- 
ment which will be sufficient for some 10 miles of road. 


Kankakee & Valparaiso. 

There is talk of building a road from Kankakee, Ll., north- 
east to the Fort Wayne road at Valparaiso, Ind, Subsidies aré 
said to have been promised. 


Western Railroad Bureau. 


At the meeting of the commissioners held in Cincinnati, 
December 2, it was decided that mileage on east-bound freight 
between common points should be calculated by the shortes 
routes, and the rates should be made accord ngly. , 

A meeting of managers was held in Chicago, December 2, to 
ratify the agreement abolishing free passes and secure the co- 
operation of the lines west and south from St. Louis. It = 
unanimously resolved that after January 1, 1875, the —— 
system of issuing free passes be abolished and that no one be 
allowed to ride free except officers, agents and employes trav- 
eling on their own roads and on the business ot the compaDy- 
To constitute an employe entitled to free passage the pa 
concerned must be in the receipt of a reguiet salary from 
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ccanmeny. Passes outstanding may remain in use till Decem- 
ber 31, if they do not expire sooner, but no new ones shall be 
issued and none renewed. The eement shall not cover 
cases where a company is bound to issue passes by any virtue 
of existing leases or other written contracts. The companies 
signing the agreement are the Chicage, Burlington & Quincy, 
Ilhnois Central, Chicago & Northwestern, Winona & St. Peter, 
Chicago, Milwaukee & St. Paul, Chicago. Rock Island & Pacific, 
Chicago & Iowa, Chicago & Paducah, Chicago, Pekin & South- 
western, Gilman, Clinton & Springfield, Chicazo & Alton, 
Chicago, Danville & Vincennes, Western Union, Missouri, Kan- 
sas & Texas, Hannibal & St. Joseph, St. Louis, Kansas City & 
Northern, Atlantic & Pacific, Kansas City, St. Joseph & Coun- 
cil Bluffs, Kansas Pacific, Leavenworth, Lawrence & Galveston, 
Missouri River, Fort Scott & Gulf, Central Branch and St. 
Louis, Iron Mountain & Southern, twenty-three in all. 

_A meeting of General Freight Agents was held at the same 
time, and it was agreed that arbitrary rates should hereafter 
be imposed on al! through freights from St. Louis and Chicago 
to points west. It was also agreed that no company should 
contract for freight after January1, below the rates agreed 
upon in June last. 


Damages to Shipping from Railroad Bridges. 

In a suit for damages for nieces received by a steamboat 
in a collision with a railroad bridge, the United States Su- 
pe Court has recently decided that boats passing such 

ridges did so at their own risk; that owners, masters and 
pilots of steamers must accommodate themselves to the ex- 
igencies of commerce; that railroad bridges over navigable 
waters are necessitier, and that steamboats must use all rea- 
sonable precautions against injuries in passing them. The 
decision is of much importance as establishing a precedent. 
Steamboat people have heretofore held the theory that rail- 
road bridges over navigable waters are obstructions and that 
boats are entitled to damages for injury received under almost 
any circumstances. 


Davenport & St. Paul. 

The bondholders, claim that the judgment for nearl 
$90,000 recently obtained by the contractors, Burch, Lakin 
Co., in Fayette County, Ia., was obtained without knowledge 
of the trustees. They have therefore begun proceedings to 
set aside the judgment and also another obtained in October. 
The Scott County Circuit, in which the suit was begun, 
— a temporary injuaction to prevent the sheriff's sale of 

hat portion of the road which lies in Fayette County, which 
was to have taken place December 3. It is reported that the 
bondholders are about to begin other suits against the com- 
pany andalso the Davenport Construction Company, which 
uilt the road. 

Application is a]so made to set aside a judgment obtained 
by contractors i February last, under which the road in 
Delaware County was sold May 4. The trustees allege that 
they were served with notice as parties to this suit May 22, 
three months after ponent was given and 18 days after the 
sale. The bondholders desire to have this case re-tried as 
well as the others. 


Little Rock & Fort Smith. 
At the Bostou bondholders’ meeting it was stated that the 
question was, whether the bondholders would advance money 
enough to wipe out the debt, form a new company, and com- 
ge the remaining 20 miles of road by May 1, next, or take 
heir chances of getting a share of the proceeds of the sale. 
After much discussion, Messrs. Huntington, Hildreth and 
‘Gookin were yee a committee, with power to send out 
agents to bid for the road at the sale, and also to fix a limit of 
time when outsiders can come in. 
December 10. 


Vicksburg & Oanton. 

The report that this company had been put in the hands of 
a receiver is contradicted by the President in the following 
dispatch, sent to parties in Chicago who are interested in the 
road: ‘‘ There are no suits or litigations against the Vicks- 
burg & Canton Railroad. Everything stands as it did when you 
left. Itis notin the hands of a receiver.” 


The Hoosac Tunnel Line. 


The Governor and Council of Massachusetts have just com- 
pleted an inspection of the tunnel. Steel rails have been laid 
from North Adams nearly to the Western portal of the tunnel, 
but it is thought inexpedient to continue the work through 
the tunnel at present. Matters are so far advanced that freight 
trains might be run through in a few weeks, but there is con- 
tinued trouble from fa\ling roc.s, and the tunnel can hardly be 
pao safe until some 5,000 feet «f arching is complete i. 

t - proposed to lay a temporary track with iron rails for pres- 
ent use. 


Willamette Valley & Ooast. 


This company has been organized to build a narrow gauge 
road from Corvallis, in Benton County, Oregon, nearly due 


east to the coast at Yaquima Bay, a distance of about 40 miles. 
The estimated cost is 000. 


Springfield & Illinois Southeastern. 

The court has refused to grant the mandamus asked for to 
compel the County Commissioners of Cass County, IIL, to 
issue $50,000 county bonds in payment of a subscription voted 
in aid of the road. ‘ihe issue of the bonds was refused on ac- 
count of alleged informality in the election at which they were 
voted. An appeal is to be taken to the Supreme Court. 

Flint & Pere Marquette. 

The last rail on the extension from Reed City to Ludington 
was laid November 30. The road will be finished up and trains 
will begin running in a few days. The main line owned by 
the company now extends from Monroe, Mich., a little west of 
north to East Saginaw, and thence a little north of west to 
Lake Michigan at Ludington, a distance of 255 miles. ‘fhe 
company owns also 29 miles of branches, making 284 miles in 
all. 


Delaware & Hudson Oanal. 

Navigation on this canal has been formally closed, the last 
boats reaching tide-water November 30. Thecoal shipments 
through the canal from Honesdale for the season were 1,315,- 
682 tons, a decrease from 1873 of 42,371 tons, or 3.12 per cent 
There is now stored on the docks at Honesdale 40,844 tons 
against 224,931 tons at the close of navigation last year. Abou 


—_ tons have been shipped over the Erie road since Janu- 
ary 1. 


Toledo, Peoria & Warsaw. 


In the United States Circuit Court at Chicago the motion 
for the appointment of a receiver has been set over to Decem- 
ber 20, to give the parties concerned time to agree upon a 
suitable person for the office. Ifno agreement is possible the 
court will make an appointment within ten days thereafter. 


Rutland & Woodstock. 


A preliminary survey is being made for a railroad from Rut- 
land, Vt., east fo Woodstock, a distance of about 25 miles. 


Pacific Mail. 


Rumors are current of mismanagement of the affairs of this 
company and of heavy losses resulting from its operations. 
The President, Russell Sage, has resigned, it is intimated on 
sccount of the bad eondition of affairs. It is charged that the 
rue condition of the company has been carefully concealed 
from the stockholders and that the management has been 
conducted with reference mainly to the stock operations of 


The sale was to take place 


certain of the officers. It seems probable that the company is 
in trouble, and it is difficult for outsiders to ascertain any- 
thing about its true condition. It is certain, also, that there 
are serious dissensions in the board of directors. 


Warwick. 


This road has been completed and was opened for business 
December 3, on which day an excursion train passed over the 
line. The road runs froma point on the New York, Provi- 
dence & Boston, five miles south of Providence, southeast to 
Warwick Neck on Coweset Bay, and is about five miles long. 
The road is expected to have a large pleasure travel in sum- 
mer and a coal depot is to be established on the bay, from 
which a considerable traffic is expected. It is to be worked by 
the New York, Providence & Boston Company. 


Junction & Breakwater. 

Heretofore the steamer lne from Lewes, Del., t» New York 
has been run only in summer. This year, however, the Old 
Dominion Steamship Company, which now controls the road, 
has resolved to continue toruu the line all winter, and the 
business of the road has been much improved thereby. 


Paris & Danville. 


Work is progressing on the extension southward, and track 
is to be laid to the Ohio & Mississippi at Lawrenceville early 
next year. The general offices are to be removed from Paris, 
Ill., to Danville, as soon as the extension is completed. 


Burlington & New York. 

There is talk of building a railroad from Burlington, Vt., 
southward along the shore of Lake Champlain to the nearest 
point where the lake can be bridged and a connection made 
with the New York & Canada road. The northern end would be 
parallel and very close to the Rutland road. 


Frankford & Breakwater. 

Regular trains began running over this road November 80. 
It is about 16 miles long, from the Junction & Breakwater 
road at Georgetown, Del., south to Frankford. It will be 
worked in connection with the Junction & Breakwater road, 
of which it is really a branch. 

There is said to be no immediate prospect of the completion 
of the extension from Frankford south to the Wicomico & Po- 
comoke road near Berlin, which was partly graded last Sum- 
mer. 


Oentral, of New Jersey. 

The permanent line of the Newark & New York Branch 
through Bergen Hill is so far finished that one track is being 
laid through it and will be ready for use in a few days. For 
most of its length the cutting is of full width, but there are 
two places, one at Bergen Avenue Station and the Other be- 
tween that place and Lafayette, where the rock-cutting is onl 
wide enough for a single track. These cannot be complete 
until after the removal of the temporary track now in use 
= at those points runs close upon the bank of the 
cutting. 

A year ago the company lessed a large tract of land with 
water front at New Haven, Conn., and it is said that improve- 
ments of this tract are to be begun shortly, The New Haven 
Union says: “The main structure which is to be built is an 
enormous stone wharf, which is to run parallel with the car- 
riage road, and which will be in length 1,000 feet, in width 
from 80 to 100 feet.* On the’ top of this wharf will be erected 
enormous coal pockets, capable of containing a number of 
thousand tous of coal. A large elevator will also be built. 
The cost of the operation will be something immense. The 
mud, as shown by piles recently driven, is from 30 to 40 feet 
deep. This will necessitate considerable dredging and piling. 
It 1s also part of the plan to dredge out the channel so that 
laden vessels may come in to the wharf to discharge cargoes. 
The coal dealers will be affected “by the project, as the busi- 
ness operations of the company are to be carried on in a style 
not inferior to their building scheme. The p'ans have been 
advanced sufficiently to satisfy the company that the idea is 
feasible, and work will begin in about a fortnight.” 


Boston Tide Water Oonnections. 

The Springfield, (Mass.) Republican —— The legislative 
committee appointed on the petition of Edward Atkinson and 
others to consider the difficulties of the railroad termini at 
Boston have taken much testimony, and what is generally of 
more vaiue, have given the subject much personal investiga- 
tion. They have sufficiently matured their views to decide on 
the basis of their report. They will recommend a junction 
railroad sweeping around Boston from Waltham on the Fitch- 
burg road through Newton, Brookline and Jamaica Plain 
piercing South Boston Hights by a tunnel half a mile long an 
coming out uvon the flats at tidewater and in such a location 
that connection can be made with the Lowelland Eastern rail- 
roads on the harbor side of the city, by laying tracks along 
some of the new avenues projected and building alung the 
wharf line. In this way it is claimed that the freight business 
of the Fitchburg, Massachusetts Central, the Providence and 
southern roads and ths domestic — of the Boston & Al- 
bany can be debouched in one yard, close to the docks, while 
freight destined to city consumption can be delivered ata 
— on some of the avenues within a mile of the post-office. 

he plan avoids vexatious grade-crossings and neory land 
damages, and resembles in general the one proposed by Mr. 
Atkinson, though varying considerably in detail. The road 
will be 15 miles long, and steps are already bei g taken to 
form a corporation to undertake its construction, 

‘The importance ot,an economical solution of the terminal 
difficulties is realized more than ever, now that New York is 
in danger of being ee ay oe by her expensive port accommo- 
dations. To transport a bushel of grain a dock’s length by 
wheelbarrow, or by dray, with the concomitant handling, may 
cost more than to*transport it a hundred miles by rail when it 
is already laden. Yet, the Boston Journal says that, if the 
Hoosac Tunnel were ready to passa car-load of grain to- 
morrow, it would have to be unloaded by the courtesy of the 
Boston & Albany road or transferred to the ship by wheel- 
barrows. The Journal makes this humiliating confession in 
order that it may diaabuse the public of any idea that the 
tunnel drain on The State Treasury is atan end. On the con- 
trary, ‘several millions’ more will yet be required. Perhaps 
the State will assume this responsibility, and perhaps the State 
won't. The Journal may well congratulate its readers that 
the Legislature didn’t settle the tunnel question, in view of 
the delay in the completion of the bore, It has been a year of 
gover education in railroad matters, and, if we mistake not, 

he education all tends to convince people that a corporation 
is the safest and ablest power to manage arailroad, and at the 
same time nut intractable to reasonable popular d¢ mands. 
Such a corporation must manage the tunnel, and, if it does, it 
must do its own borrowing and its own in lorsing.” 


United States Olaims Against Southern Railroads. 

The annual popest of the Quartermaster-General speaks as 
follows of the debts due the Government from the Southern 
roads, which are mainly for equipment and supplies sold to 
them at the close of the war: : 

At the close of the war there was sold on credit to various 
railroad companies, principally in the South, railroad material 
to the appraised value of $7,556,034. There remained due and 
unpaid from certain of these railroads, June 30, 1873, $4,658, - 
924. During the fiscal yeas ending June 30, 1874, interest has 
accrued upon this indebtedness, and expenses have been in- 
curred to the amount of $98,479. Payments in cash, in trans- 
portation, and postal earnings have been made to the amoun* 





of $116,791. On the ist of July last thereremained an indebt- 





edness to be collected by the Quartermaster’s Department of 
$1,897,397, not including the sum of $43,754 due from the Mis- 
sissippi, Gainesville & Tuscaloosa Railroad Company, which is 
bankrupt, nor the amount due from the East Tennessee & 
Virginia, the East Tennessee & Georgia, the Nashville & Chat- 
tanooga, and the Nashville & Decatur railroads, which is 
$2,699. 470, and which were compromised under the act of March 
8, 1871, for the sum of $1,265,000, and made payable by the As- 
sistant Treasurer at New York. The actual decrease of the 
debt during the year, including payments of accrued interest, 
but excluding the reduction by compromise under the law, is 
$28,311. The Alabama & Chattanooga Railroad settled its ac- 
counts during the year by payment in cash and by transporta- 
tion and postal service to the amount of the balance due. 

$4,637. e Alexandria, Loudon & Hampshire, the Mobile & 
Ohio, and the Southwest Branch of the Pacific Railroad of 
Missouri, now part of the Atlantic & Pacific Railroad, reduced 
their indebtedness respectively $2,387, $31,603, and $14,182, in 
addition to paying on account of interest $5,559, making the 
total payments about $53,782. The debt of the Edgefield & 
Kentucky, the McMinnville & Manchester, —— Clarks- 
ville & Louisville, Memphis & Little Rock, Nashville & North- 
western, and the Selma, Kome & Dalton Railroad companies 
has increased $83,263. The total collections on account of the 
sale of railroad material on credit to these Southern and 
Southwestern railroads, up to June 30 last, was $5,240,423. 
Thirty-four railroads have paid their debt, with interest and 
expenses in full. Sixteen yet remain in debt to the United 
States. Some provisions of law for the collection of the money 
due and settlement of the debt is desirable. Suits are in 
progress agairst several railroads on account of these sales. 


The United States Engineer Oorps. 

The annual report of the Secretary of War gives the follow- 
ing summary of the operations of the Engineer Corps, ae far 
as those operations concern railroad or water transportation 
questions: 

‘The report upon the practicability of bridging consistently 
with the interests of navigation, the channel between Lake 
Huron and Lake Erie, required by the third section of this 
act, was submitted during the last session of Congress, and 
printed, forming Executive Document No. 64, House of Rep- 
resentatives, Forty-third Congress, first session. 

**An act approved June 22, 1874, provided for the appoint- 
ment of a commission of engineers to investigate a permanent 
= for the reclamation of the alluvial basin of the Mississippi 

tiver subject to inundation. The commission has been or- 

ganized, and the members are now engaged upon the investi- 
gation and collection of the data necessary to the preparation 
of a full report. r 

“The surveys upon which to base estimates for the im- 
heen recommended by the Senate Select Committee on 

ransportation Routes to the Seaboard, including that for the 
extension of the Chesapeake & Ohio Canal, are now in pro- 
gress. 

‘The board of engineers provided for in the third section 
of the act has been organized, and the members are now en- 
gaged upon the investigations, examinations, and surveys 
necessary to the preparation of a report upon the best method 
ot obtaining and maintaining a depth of water sufficient tor 
commercial and military purposes, either by canal from the 
Mississippi River to the waters of the Gulf of Mexico, or by 
deepening one or more of the natural outlets of the river. 

*'The survey of the lakes has been carried on during the 
year with its accustomed energy om The ce +i 
of the triangulation of Lakes Superior and Michigan, the in- 
shore and off-shore oa om | and topography have beon 
finished; the Wisconsin triangulation has been carried south- 
ward to the vicinity of Chicago, and th» Keweenaw base has 
been measured. The surveys of the Detroit River and River 
St. Lawrence, from the forty-fifth parallel, have been com- 
pleted, and a map of the lower half of the former has been 
published; the determinavion of several points in the interior 
ot Michigan bas been made in aid of surveys by the State; the 
survey of Lake Ontario has been commenced, and much of the 
field work has been reduced, The preparation of Charts No. 1 
of the St. Lawrence, of Sandusky Harbor, and of the mouth of 
the Detroit River has been completed, and they are now in the 
hands of the engravers. The need of the vigorous prosecution 
of this important survey is shown by the number of copies of 
the various finished charts called for now, from five to six 
thousand copies a year, and by the constant demand for charte 
not yet completed. It has been stated thata single surve 
made last year, viz: the survey of the mouth of the Detroit 
River will save from $50,000 to $100,000 to commerce this year.” 

The estimates submitted by the Chief of Engineers include 
an item of $12,970,500 as the amount recommended to be ex- 
pended for the improvement of rivers and harbors for the 
ensuing year. 


New Bedford. 

The engine house of this road at New Bedford, Mass., was 
— destroyed and four engines damaged by fire, Decem- 
ver 6. The loss is estimated at $4,000, 

Among the improvements made on this road during the 
pee 18 months are the erection of one of the largest and 
est wharf depots in New England, at which the steamboats 
of the New Bedford & New York Company land. A large coal 
wharf has also been built in connection with the Philadelphia 
& poeny J Coal & Iron Company at which 175,000 tons cf 
coal have been receive!. The company has also made a con- 
siderable improvement in its train service, besides main- 
taining the previous good condition of the road and equip- 


ment. 
Washington & Ohio. 


The track is laid to Round Hill, Va., four miles beyond the 
recent terminus at Purcellville, and 51% miles west by north 
from Alexandria. Trains began running through December 7. 
Bloomington & Indianapolis. 

It is proposed to build a railroad from Bloomington, Ind. 
on the Louisville, New Albany & Chicago, northeast to Indian- 
apolis, a distance of about 50 miles. Considerable local subsi- 
dies are said to be promised There is also talk of extending 
the line from Bloomington south by west to Jasper, 60 miles, 
and making it an extension of the Cincinnati, Rockport & 
Southwestern, 


Ohicago, Deboave & Minnesota. 

Arrangements have been made to run the trains of this road 
across the Mississippi and into La Crosse, Wis., over the 
track and winter bridge of the Milwaukee & St. Paul. 


West Wisconsin. 

In the suit brought to comprl the company to re-lay the 
track from Tomah, Wis. to Warren’s Mills, which was taken 
up when the new line by Camp Douglass to tf lroy was built, 
the Wisconsin supreme Court has sustained the demurrer 
mad» to the company’s answer, but grants leave to put ina 
new answer at the January term. 


Palisade & Eureka. 


Work has been resumed on this road and tracklaying is 
ay pro e vy” The rails are down to a point eight 
miles beyond the late terminus at Lodi, Nev., and 28 miles 
from Palisade, 


Atchison, Topeka & Santa Fe. 

In the New York Supreme Court, Henry W. De Puy has 
brought suit against this company, George Opdyke & Co. and 
a number of other defendants to recover $400,000 as his shar: 
of the profit of the contract for building the road. De Puy 
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was a stockholder of the ass’ ciation which built the road and 
claims that he never received his share of the profits. The 
defendants allege that he did not pay assessments and further 
that the contract was never carried out. 
Harlan & Denison. 

It is yen to build a narrow-gauge road from Harlan, 
in Shelby unty, Ia., northward to the Chicago & Northwest- 


ern at Denison, a distance of 26 miles. It is said that the line 
can be graded very cheaply. 


Northern, of Oanada. 
Notice is given that an application will be made at the next 


session of the Dominion Parliament for an act to consolidate 
and re-arrange the capital account of this company. 








ANNUAL REPORTS. 
New York, New Haven & Hartford. 


This company owns a main line trom Williamsbridge, N. Y., 
to -pringfield, Mass., 125 wiles, with branches from Berlin, 
Conn., to New Britain, 2% miles; from Berlin to Middletown, 
10 miles; from Windsor Locks, Conn., to Suffield, 34% miles, a 
total of 141 miles owned. It leases from the New Ycrk & Har- 
lem the use of 154% miles of track from Williamsbridge to 
New York. It also works under lease the Shore Line road 
from New Haven, Conn., to New London, 50 miles, the earn- 
ings ot which are stated separately. It also leases and works 
the Harlem River & Portchester road from Nev Rochelle to 
the Harlem River, 12 miles, 

Tne property owned is represented as follows: 





Stock ($109,993 per mile)....... poccee MADRE Kobteesieasaee $15,500,600 
Bonds ($7,525 per mile),....... O6000e veccccscccccer cree ns 1,061,000 | 
Total ($117,518 per mile). ..coesseccecessessesececessseeees $16,661,000 


A summary ¢f the operations for the year ending September 
30 is as follows: 

















1874. 1873. 

Earnings from passengers............ $2,877,380 50 $2 899,163 15 
Freight,....ccccsccees bneests errs” 8 ey 1,468,578 4% 
OtheP SOUFOEB..cccccsccccccces sovsses 193,167 19 383,493 92 
Total earnings........-+eeeeeee: $4,402,074 97 $4,701,235 55 
Working expenses, .....645 .ceeeeceees 2,46,03) 45 2 641,016 33 
Net earnings eovere $1,996,044 51 $2,060,219 22 
Taxcs.... oe 198,682 92 213,247 85 
DRONE pvc nsascdeoctheccase 0s 119,105 08 83,168 55 
Hartford & New Haven bonds oeee 37,000 00 

$317,788 00 #333,416 40 | 

Burplus......e++- os baabosee seeees 000 $1,678,256 51 $1,726,802 82 | 
Gross earnings per mile .........+.- $24,772 $34,342 
e be 6 seve cosscooce ‘ 13,046 14 611 
Per cent, of expenses ..... eevecrccece 64.66 56.18 


The decrease in earnings was $299,160.58, or 6.36 per cent.; 
in expenses, $234,985.87, or 8.90 per cent.; in net earnings, 
$64,174.71, or 3.11 per cent. 

The loss on working the Shore Line road was $5,733.49, and 
$110,000 was expended on pacanen improvements on that 
line. The capital expenditure accounts jor the New York, 
New Haven & Hartfor road were increased $290,301.53 during 
the year. 

Of steel rails 1,819%4 tons were bought during the year ; 
$110,297.24 was expended on account of the new depot at New 
Haven. The company’s lines are in thoroughly good condition 
and need no extra expenditure for the coming year. 


Boston & Maine. 

This company owns a line from Boston, Maws., to Portland, 
Me., 118% miles, with branches from Me iford Junction to Med- 
ford, 2 miles, and from Rollinsford to Great Falls, N. H., 2% 
miles. It works under lease the Newburyport Railroad, 2644 
miles ; the Danvers Railroad, 94% miles; the West Amesburg 
Brauch 4¥, miles, and the Dover & Winnepiseogee road, from 
Dover, N. A, to Alton Bay, 29 miles, 192% miles. It also owns 
the Methuen Branch, from Lawrence, Mass., to the New 
Hampshire line, 84% miles, which is leased to the Manchester 
& Lawrence Company. 

The property owned is represented by the following secur- 
ities: 





Stock ($54,714 peor mile) .......csccceevcecseccccceessece $6,921,274 52 
Bonds ($19,862 per Mile)....cecsseseseeee soveseseceeees 2,512,500 00 
Total (74,577 por mile)........seeeseeseeeees pak ean $9,433.774 52 


The interest charge on the funded debt is $175,875, or $1,392 
per mile. The general account shows besides the usual cur- 
rent balances, an item of $901,509.08 bills payable. The profit 
and loss account amounts to $1,018,277.70, invested as follows : 


Newburyport Railroad bonds.............sseeseceeveeeees $303,993.00 
Danvers oe « Seaecccorcese Sovesoeccessoce 73,000. 
Danvers Railroad contract and stock .... ........ «+ . 27,480.00 
Dover & Winnipiseogee stock..........eeee00 s-erereeees 263,144.48 
The rem inder in expenditures ou improvement of road 
and equipment....cercocccccccccccccccscsccscscsesscees 350,710.22 
pr eee ree ere ere TT er yer ere Terr rrr rrr $1,018,277 70 


The operations of the road for the year ending September 
30 were as follows: 





















1874. 1873. 
Earnings from passengers. . . $1,410,530.85 $1,302,190.55 
Freight ....rccccccse eceee . 820,275.79 820,512.44 
Maile and express 76,716.41 56,969.18 
RONts 2. cccccccccescces 52,744.62 42,022.16 
Interest and premium 61,531 60 18,409 35 
Total earn: Deceeseceecess sc eccnee QMNRNeeene $2,30',093.68 
Woking expenses... ........0. «605 1,459,769 .26 1,533,359 .34 
BOUOB cede Sovcceeseders ccesvesscbion 97,888.64 86,168.61 
Total Oxpenses......ccecees sersceees $1,557,657.89 $1,619,527 .95 
Net Garming® ......00. ceceseccccccces $864,141.38 $680,565.73 
Tuterest...cccccccccsccccccscccesccccs 206,786.95 108,297.05 
Balance ..ccccce. sercccccccccccccese $627,954.43 $572,268 .68 
Gross earnings per mile ............. $12,614 $13,181 
a a alle. ere Rr 4,501 3, 
Per cent. of expenses...... eesscecece 64,32 10.41 


_ The year shows an increase of $121,705.59, or 5.29 per cent., 
in earnings; a decrease of $51,870.06, or 3.82 per cent., in ex- 
penses and taxes; an increase of $183,575.65, or 25.50 per cent., 
in net earnings. 

The work of the year was as follows : 






1874, 1873. 
Train Milenge...cc.. s ccccccscscccsecs 1,496,008 1,458,963 
Passengers carried is . 4,749,785 5,008,074 
Passenger mileage... 15,061,175 61,760,456 
Tons of ght carri 552,922 542,004 


Tonnage mileage..., Acaasted 22,880,960 20,927,664 


_ The increase in passenger mileage was 21.53 per cent., and 
in tonnage mileage 9.38 per cent. 
The increase in taxes is due to the tax of 13{ per cent. on 
— invested imposed by the State of Maine on certain 
panies, 
In May last connection was made with the Grand Trunk at 
Portland, and since the change of gauge ot that road passen- 
er cars have been run through from ton to Lewiston and 
auburn without ange. Acontract has been made for the 
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built and the wharf itself much improved. During the year 
16 miles of track have been relaid with new ironand 10% miles 
with steel, making 60% miles of steel rails nowin use. The 
new passenger house at Dover and the round-house at Exeter. 
have been completed. The wooden bridges on the line are 
gradually being repleced with iron. 

One locomotive has been built to replace one broken up. 
Two passenger, 2 baggage and 6 freight cars have been 
added to the equipment, which now includes 69 engines, 122 
passenger and 1,406 freight cars. 

The contract for the use of the track from North Andover to 
North Lawrence by the trains of the Essex Branch road havin 
expired, those trains are now hauled over that section of roac 
by Boston & Maine engines. No agreement has been come 
to as to payment for such service, and the case has been re- 
ferred to the Railroad Commissioners. 

A contract was entered into in May last with the Eastern 
Railroad Company, which provides that all the business at 
competing points to and from other competing points, named 
and designated, shall be divided, aft r paying to the party 
doing the work a certain per cent. of the gross receipts. All 
competition, it was agreed, should cease from that date; and 
the reform of many other abuses, the natural offspring of com- 

etition, entered largely into the full and perfect consumma.- 
ion of the agreement. Since the first day of May last the 
business of the two roads between points of competition has 
been done with very little cause of complaint from either 
arty. Inthe division of the business this road, as was an- 
icipated, has been obliged to make monthly payments to the 
Eastern Railroad Company, varying in amount with the 
amount of business done. 


Washington Oity, Virginia Midland & Great Southern. 


This company owns or works a line from Alexandria, Va., 


| south by west through Lynchburg to Danville, 287 miles, with 


a branch from Warrenton Junction to Warrenton, 9 milés, and 
a line from Manassas Junction west to Strasburg and thence 
south by west to Harrisonburg, 112 miles, with a branch to 
Front Royal, 1 mile, making 359 miles. Of the latter line 49 
miles, from Strasburg Junction to Harrisonburg, is leased to 
the Bultimore & Ohio, making 310 miles worked. Of the main 
line 23 miles, from Gordonsville to C arlottesville, is leased 
from the Chesapeake & Ohio and used in common with that 
company. The road from Lynchburg to Danville, 66 miles, 
was opened for business May 1. 1874. 

The company was formed by the consolidation of the Orange, 
Alexandria & Manassas and Lynchburg & Danville companies, 
the former being itself a consolidation of the Orange & Alex- 
dria and Manassas Gap companies. 

‘The following is a statement of the financial position of the 


com: any at the clove of the fiscal year: 

Orange & Alexandria bonds,.... .... caseecsseceeees $2,554,000 
Past-due coupons funded in 1866...........ccceceeseeeeees 578,859 
First-mortgage bonds, Orange, Alexandria & Manassas..... 1,649,000 
Second-mortgage bonds, Orange, Alexandria & Manassas... . 25,000 
cc i ctnechesdeersansacnes + raguescnd 106,700 


Lynchburg & Danville bonds..... (ites tesbssnsceeebshacnes 


Washington City, Virginia Midland & Great Southern 
bonds 





Rhee dA GDN ORS eek s VA5s 9S Sunn ChOAES.5hdO0R> 05, vDdnCnS 1,035,500 
Total funded debt ($19,272 per mile)..........6 ccs cece cece $6,475,559 
Temporary debt ($5,018 per mile)...............5. ee 1,685,991 

Total ($24,290 per mile).........+. ancien) Rariewile $8,161,550 


The two last named issues of bonds, $1,562,000 in all, are held 
by the Baltimore & Ohio Railroad Company. 

The available assets of the company amount to $2,273,281.33. 

In addition to the bonds ofthe first and third mortgages, 
which became due in May, 1873, those of the second mortgage 
will mature January 1, 1875. To meet this indebtedness at 
maturity, and to provide payment of all the mortgage bonds 
as these severally became due, the stockholders have hereto- 
fore, in accordance with an act of the Legislature of Virginia, 
authorized the issue of bonds to the extent of $8,000,000, bear- 
ing 7 per cent. interest, —— in gold 30 years from May 1, 
1873, and secured by first-mortgage on its entire line of rail- 
road and rolling stock and propery enerally, The mortgage 
under this authority has been = executed and recorded, 
and the bonds prepared for issue and negotiation in accordance 
therewith. 

Holders of mortgage bonds are allowed to exchange for 
these bonds at par, and the pr »posal has to a considerable ex- 
tent been accepted. A wise discretion of creditors will obviate 
any temporary embarrassment of the road, and allow the ccm- 
pletion of plans for permanent relief. 








The operations of the company for the year ending Sep- 
tember 30, were as follows : 
1874. 1873. 
Earnings from passengers...... -+seeee $330,999 61 $406,933 24 
MN en vsc0co0et cade 6e cesvescdecetecess 478,821 25 469,470 58 
Rental of Valley line ..........csesceeees 99,272 02 
Mails, express and telegraph ... 69,750 81 77,022 70 
Doral earWings 000 cccrccccesrcocvese $978,843 69 $953,426 52 
Operating expenses, including trackage 
GOMTGN coiacccesccececevecciscccecesece 577,569 23 619,061 94 
I hon ncn cscnenwesesnans $401,284 46 $334,364 58 
Gross earnings per mile ..............005 3,598 69 3,264 02 


Net earnings per mile 1,475 31 1,141 18 

Per cent. Of CXDENSES....00.ceescescccces 59.00 64.93 

? ing net earnings amounted to 6.2 per cent. on the funded 
ebt. 

The increase in gross earnings was 25,417.17, or 2.67 per 
cent.; the decrease in expenses was $41,502.71, or 6.70 per 
—_ the increase in net earnings, $66,919.88, or 20.01 per 
cent, 

The extension from Lynchburg to Danville is reported as 
doing a good business, A profitable traffig is expected from 
the extensive deposits of iron ore recently discovered along 
the line of the road. 














The Cost of Transporting Freight to and from Boston. 





The following committee report was submitted to the New 
England Association of Railroad Superintendents at its No- 


900 | vember meeting : 


The committee on traffic, laws, rates and regulations, who 
were instructed to investigate and report what it costs per 
ton per mile to transport freight, and what it costs each of the 
eight railroads leading out of Boston per ton per mile for 
moving freight, based upon the report of the Railroad Com- 
missioners for 1873, have attended to the duty assigned them, 
and ask leave to report that early in the investigation your 
committee were satisfied that there were no reliable data on 
which the exact cost of transporting a ton of freight one mile 
could be based, The construction and condition of one road 
differs so from another—no two being alike—that the cost of 
transporting treight over them must, of necessity, be as un- 
like and variable as their condition. One road is nearly straight 
and level, and another has sharp curves and heavy grades; 
and the cost of moving freight over them will be, all other 
things being equal, in the ratio of their grades and curves. It 
is estimated that, “ taking the speed of freight trains at fifteen 
miles an hour, the resistance on a level is equal to 9.3 pounds 
per ton, and the total resistance due to a thirty-foot grade is 
equal to 22.4 pounds per ton.” If this statement of the case 
be correct—and we have no reason to question its accuracy— 
then the cost of moving freight over a road with a thirty-foot 





use of the Grand passenger house in Portland. 
The work of dredging phe ary River at Boston has been 
completed. The pile belt ot wharf has been re- 


grade is about 150 per cent., or as 9.3 is to 22.4, more than 
over a level track. 





Another item which enters largely into the cost of hauling 
trains, more, perhaps, than is generally supposed, is the con- 
dition of the road-bed. If it is well ballasted; is level and in 
line, with good sleepers and perfect —_ traics are moved 
over it with but little friction and bu slight wear and waste 
to the — stock, and with much less consumption of fuel 
than over a track which is poorly ballasted and is out of level 
and line, and with poor sleepers and low and battered joints. 
Another factor which enters into the account is the kind of 
freight to be moved. It costs more than twice as much per 
ton to handle light and bulky articles than such as are com- 
pact and heavy—more to load and unload furniture and stove- 
castings than oilin casks or manilla in bales. The value of 
the goods, their liability to be damaged are also items which 
g° to make up the cost. The distance the goods are to be 

auled determines whether the terminal charges are to be dis- 
tributed, as the case may be, over thirty, fifty, a hundred or 
five hundred miles. Then we find that about sixty-three per 
cent. of the cost of operating a railroad are mixed charges; 
part belonging to passenger and part to freight traffic, and we 
are not aware of any rule or method by which the exact per 
cent. chargeable to each can be determined. 

The farmer might as well undertake to decide what per cent. 
of the value of the golden corn that is ripening in his fields is 
due to the influence of the rain, the sun and the earth, as the 
managers of our railroads, under the present system of 1un- 
ning trains and keeping accounts, with any degree of accuracy, 
what it costs per ton per mile for the transportation of freight. 
Railroad commissioners and others may fix an arbitrary rate, 
or may guess at the cost andassume that itis correct, but such 
estimate is not and cannot be based upon a demonstrable 
fact. The true cost will never be known until there isa rail- 
road built and operated exclusively for freight. When such 
road is operated the exact average cost of moving a ten of 
freight one mile can be determined, and not until then. 

Some people seem to think that railroad companies can and 
ought to carry freight and passengers at a nominal sum; that 
they are charital le institutions into which people put their 
money out of pure benevolence. Railroad managers endeavor 
so to arrange their ratesof fare and of freights, that—with econo- 
my—in the aggregate, their net receipts shall be a fair and 
reasonable percentage on the capital invested. There is one 
thing which the public do not seem to understand, and which 
business men and boards of trade often lose sight of. If 
through freight, or raw materials used for manufacturing pur- 
poses, or season ticket or commutation ticket passengers are 
carried for less than cost—and it may sometimes, under strong 
eompetition, or for other causes, be good policy to carry freight 
and passengers at less than cost—the local freight, the regu- 
lar ticket, or some other business must be charged enough in 
excess of its fair proportion to make up the loss. As a general 
rule, when it is found that a railroad is earning a fair dividend 
over its expenses, and an increase of business is offered, when 
some heavy freight or through business in large quantities 
can be obtained, the managers are not apt to calculate the ex- 
act cost of doing the increased business, or of charging its 
fair and just proportion of the cost of operating the road, but 
estimate only the cost of hauling, leaving out of the account a 
large number of items, such as repairs of road, repairs of 
buildings, taxes, insurance, damages and the salaries of its 
officers. 

The enormous increase in the gross receipts on most rail- 
roads, in the last decade, and the slight increase in the net 
ae net per cent. on the capital invested being 
about the same, indicate this, and should satisty the public 
that the railroad companies are receiving only a fair compen- 
sation for the labor performed. We will illustrate by tue Bos- 
ton & Providence Railrcad. In the year 1860 its gross ——— 
were $685,630.86 and its net receipts were $349,486.86. In the 
year 1873 its gross receipts were $1,822,108.18, and its net re- 
ceipts $428,342.61; showing a gain on gross receipts of 165 per 
cent., and on net receipts only twenty-two per cent. 

We now come to the second branch of the inquiry, ‘‘ What 
did it cost each of the eight railroads leading out of Boston 
sed ton per mile for-moving freight. based upon the report of 

he Railroad Commissioners for 1873.” Here, again, we are 
all afloat, without chart or compass. The report ot the Rail- 
road Commissioners, the accounts kept and the returns made 
by the raiiroad companies do not indicate the cost of haul- 
ing a ton of freight one mile, or give any reliable data from 
which it can be deduced. It is true the Commissioners make 
an estimate of the cost, but it is an arbitrary one, based om 
gross receipts, and not on actual cost. It might with equal 
propriety be based on the number of miles run, or by any 
other arbitrary method. Their estimate carries no weight 
because it lacks a true basis—it is not a mathematical fact. 
The only operating expenses reported by the Commissioners 
as charged directly to passenger traffic account are as follows : 
‘** Repairs cf passenger, mail and baggage cars—new passen- 
ger, mail and baggage cars charged to operating expenses, 
arr ye gratuities and damages, salaries, wages and 1nci- 
entals of passenger department.” : 

The operating expenses, reported as charged to the freight 
traffic, are as follows : “ Repairs of freight cars—new freight 
cars charged to operating expenses, damages and gratuities, , 
freight, salaries, wages and incidentals of freight department. 
Only about 87 per cent. of the operating expenses are charged 
to the accounts to which they belong. How shall we divide 
the 68 per cent.? What part of it belongs to the freight and 
what to the passenger traffic? The operating expenses which 
are undivided, and which belong in part to passenger and 
freight traffic in unknown proportions, are as follows : * Re- 
pairs of roads, exclusive of bridges and new rails; steel and 
iron rails, deducting old rails sold; repair of buildings and 
fixtures (stations); repair of and addition to machine shops 
and machinery; repair of fences, road-crossings and_ signs ; 
local and State taxes and stamps, general salaries, office ex- 
penses and miscellaneous, not embraced in classes 3 and 4; in- 
surance premiums and losses by fire, and damages for fire set 
by engines; repair of snow ploughs; new locomotives, 
charged to operating expenses; repair of locomotives; remov- 
ing ice and snow; fuel, wood and coal; oil, waste, switchmen, 
flag and signalmen and telegraph operators.” Take the out- 
lays upon road-bed, sleepers, rails, spikes and switches. What 
S—. of them belongs to the freight traffic? On what 

asis shallthe division be made? Your committee have given 
the subject much thought, but are unable to arrive at a satis- 
factory result. 

In determining what per cent. of the deterioration of the 
track belongs to passenger and what to freight trains, the 
three elements of weight of train, of speed, and total rod 
run by each train must be taken into account, though in wha' 
precise ratio is not quite clear. Taking all things into con- 
sideration, we believe that the following statement ot the case, 
made by a gentleman who is not a member of the committee, 
is not far from correct : “The most satisfactory and relia H 
division is effected by representing the eftect of passenger ‘h ‘ 
freight trains by the continued product of the weight, by 
speed, by the mileage, in each case, respectively.” In regi =| 
to the other items, no general formula of division can be fix “d 
as upon no two roads would the per cent. due tu each be “4 
In this state of the case your committee do not deem it import 
tant to try, or believe it possible, to fix on the exact a ‘iD 
moving a ton of freight per mile on the eight roads 1 aie 
out of Boston, from the data given in the report of the 
road Commissioners tor the year 1873. 

All of which is respectfully submitted. * 

Warren LADD, 























